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Soutetiiniions. 


Continuous Frame Car Truck. 
ALLSTON, Mass., Nov. 10, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 
fn your statement in reference to cut shown in your paper 
of Nov.7 youremark: “This truck is extensively used on th® 
Boston & Albany Railroad.’ This is a mistake, it being 
simply a drawing presented at the meeting of the New Eng- 
land Railroad Club. It has never been put inuse. The de- 
sign most favorably considered has a spring over the jour- 
nal box. F. D. ADAMS, 
Master Car-Builder Boston & Albany Railroad. 








Brooks’ Safety Boiler Attachments. 


DunkIRK, N. Y., Nov. 4, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

We inclose a print of a safety valve cock made by us in 
November, 1878, the same being devised by Mr. H.G. Brooks, 
and upon comparingthe same with Burgermeister’s safety 
boiler attachments, as illustrated in your edition of Oct. 3, 
1884, you willseea striking similarity in the only feature 
of his valve. 





Brooks’ Safety Boiler Attachment. 


We find, upon inquiry, that Burgermeister’s device was 
patented June 17, 1884, application filed Feb. 6, 1884,while 
we constructed several locomotives in 1879 with such safety 
cocks applied as shown in our print ; this special form of 
spindle being used to project inside the cab, the cock being 
screwed into the dome to attach injector pipe. 

We would suggest that the railroad fraternity be advised 
of theabove, and while the device is a good one, we con- 
sider the same public property for reasons above given. We 
made no application for a patent upon the device. 
~ Brooks LocoméTivE WoRKS. 
By M. L, Hinman, Sec’y and Treas. 

| We have engraved Mr. Brooks’ valve, in order that 
our readers may compare it with that patented by Mr. 
Burgermeister, and illustrated in the Railroad Gazette, 
Oct. 3, 1884. Apparently the only difference between 
the two valves is in the form of the end of the spindle 
where it presses on the valve. In Burgermeister’s valve, 
two slightly rounded surfaces butt on one another, and 
consequently the valve can find its own bearing should 
the valve-seat and stuffing-box be not exactly in line. 
In Mr. Brooks’ valve, the spindle enters a small hole 
in the valve, and might possibly cant the valve on its 
seat and permit it to leak should the valve-stem be bent 
or out of truth.—Editor Railroad Gazette. | 








Curious Railroad Accidents. 





SHARPSVILLE, Mercer Co., Pa. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

To lead off a series of authentic anecdotes illustrative of 
the vicissitudes of railroading, I send you the following ex- 
cerpts from a note-book in which I have from time to time 
made memoranda of certain curious incidents, in the way of 
railroad accidents, the particulars of which I have in each 
case received from one or more of those personally cognizant 
of the facts stated. 

A Strange Coincidence.—On the 29th of May, 1871, the 
mogul engine ‘‘Oakland,” on the road now known as the 
Sharpsville Railroad, was backing toward Sharpsville with 
a train made up of 60 gondolas and 5 four-wheeled cars, all 
loaded with coal. Charles Greene was engineer and Godfrey 
Carnes was conductor of the train. 

At a point about two miles from Sharpsville the tender of 
the engine struck a bullock that had suddenly jumped upon 
the track. The tender left the rails and swung around on 
the east side of the road, while the engine went off on the 
opposite side, and rolled over so that the dome on the boiler 
was partly buried in the ground. 

In righting up the engine the Roadmaster, A. D. Palmer, 
dug a hole in the ground under the dome in which to set a 
jack-screw. This hole was at a distance of about 16 ft, 
from the track and in the natural ground alongside the road 
and after the removal of the wreck, remained as left by the 
workmen, serving for years thereafter as asort of monu- 
ment marking the place of the disaster. 

On the 12th of August, 1881, thesame engine, the ‘‘ Oak- 
land,” was again backing toward Sharpsville, with a train 
of 15 cars of coal, and acaboose, Robt. Logan engineer, 


when, at the point at which the bullock jumped upon the 
track to meet his death something more than 10 years 
before, a big hog climbed upon the rails and was caught 
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off the track to the east, and the engine went off on the 
opposite side of the road, and rolled over as she had before 
done, and landed her dome in the hole out of which it was 
raised by the jack-screw in 1871-as aforesaid. 

In the accident of 1871 a weigh-master of one of the mines 
on the road, who was riding on the engine, was killed ; and 
in that of 1881 the fireman of the engine was killed. 

Casting Three Driving-wheels at Once.—In December, 
1882, an Erie & Pittsburgh train, consisting of one stock- 
car, three gondolas and one coach, drawn by a Pittsburgh, 
Fort Wayne & Chicago eight- wheeler engine, No. 81, Guy 
Johnson engineer, J. Gillespie conductor, arrived at Girard, 
Pa., near which station the Erie & Pittsburgh road makes a 
junction with the Lake Shore & Michigan Southern Rail- 
way, and was ordered by the Lake Shore dispatcher to pro- 
ceed to Dock Junction, near Erie, ahead of a second-class 
passenger train of the Lake Shore road. When about three 
miles west from Dock Junction, and running on a straight 
line at the rate of about 40 miles per hour, the engine cas’ 
three of her four driving-wheels. Fred Jones, brakeman, 
from whom I get the details of the singular occurrence here 
recorded, was, at the moment when the wheels left the en- 
gine, sitting on the fireman’s seat. He noticed that the side 
of the engine on which he was sitting was the first to drop. 
Hence he supposes that the left-hand drivers went off first. 
The driver lost on the engineer’s side was the forward one. 
Jones clim bed back over the tender and upon the stock- 
car, which was next the tender, and set the brake of that 
car. He then got down the side of the car and dropped off, 
The ground was frozen and icy, and the speed of the train 
was still great. He fell on his face, and, as the rear brake- 
map said, was making good time eastward when the train 
passed him. Recovering himself, not much hurt, he ran 
after the train, which finally came to a stop, 14 telegraph 
poles distant from the point where the breakage took place, 
witb its truck and one remaining driver on the rails. 

The axle broke close inside of each of the three last drivers. 
The right-hand parallel-rod broke about midway of its 
length. Theleft-hand rod did not break. The left-hand 
drivers, still connected, landed in the ditch. The right-hand 
driver fell in the middle of the right-hand track, the train 
having been running, according to the Lake Shore usage, on 
the left-hand track. 

A cylinder-head was knocked out on each side of the loco. 
motive. 

The enginemen were not injured. 

Some weeks after this accident an engine that came on 
the road with the “No. 81,” and from the same shop, cast 
two drivers while switching on a sharp curve in the yard at 
Middlesex. ' 

A Gentle Derailment.—One winter night, in 1865, the 
sleeper attached to a train on the Pittsburgh, Ft. Wayne 
& Chicago Railway left the track while on a very light em- 
bankment crossing a meadow, about 20 miles from Lima, 
and tumbled off across the frozen ground into the edge of a 
piece of woods some rods distant from the railway. The 
loss of the car was not discovered by those on the train until 
after the arrival of the train at Lima. 

The members of the search-expedition that was sent out, 
having expected to find the car in the ditcb, were much 
astonished when, finally, they discovered her starding, dark 
and silent, away. ‘‘ out in the conntry.” 

The conductor of the car, on being aroused, desired to 
know why they had been side-tracked so long. The passen- 
gers were quietly reposing, in blissful ignorance of the 
situation. J. M. G. 








Plotting Preliminary Surveys. 





PITTSBURGH, Pa., Nov. 11, 1884. 
To THE EpITOR OF THE RAILROAD GAZETTE: 

I fully agree with you, in youranswer to “‘ Director” in the 
last number of the Railroad Gazette, as to the use of sheets 
instead of rolls in plotting the line of a preliminary survey 
of a railroad. 

I have used sheets altogether for the past two years and 
more, and find sheets made from paper called ‘“‘ Weston’s 
Linen Record” to answer the purpose very well. This paper 
comes in sheets already cut 19 in. x 24 in. in size, is quite 
heavy, with a smooth surface, and will stand a great deal of 
erasing both with rubber and knife. 

Another advantage gained in plotting on sheets is that 
they can be conveniently carried in the field, and for this 
purpose a long, narrow wooden box with two sides made of 
half-inch well seasoned pine answers the purpose admirably: 
It would be well to make the inside dimensions about two 
inches larger each way than the size of the sheets, say 21 in- 
by 26 in., and to space the sides from % to 14 in. apart, de” 
pending on the number of sheets that the box (portfolio) is 
to contain. This box can also be used asa drawing board. 
To preserve the same from the action of the sun it may be 
well to cover it with a coating of shellac, and an oilcloth 
cover should also be provided to protect the same in case of 
rain. 

As to the scale on which maps should be drawn, I think 
the scale of 200 ft. to 1 in. will be found to answer for 
nearly every case, and is certainly a very convenient one to 
use. In my practice [ make it an invariable rule to make 
the meridian parallel with one of the edges, either the 
top or one of the sides, and have the sheets overlap one 
another, say half an inch, properly connected by crosses 
made with red ink and placed as far apart as the edges of 
the paper may allow. By making the meridian as described, 
all sbeets will, in a certain sense, be parallel with one another 
(only stepped up or down where the course of the survey is 
not directly north and south or east and west), and can thus 
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be more readily fitted whenever it is found necessary to 
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should be properly numbered in regular succession, whereby 
contiguous ones can be readily identified. 

When the meridian is drawn on the sheet (and it should 
never be omitted), I bardly think it necessary to mark the 
courses of the preliminary line or the angles made by the 
same, but the station of all turning points should be plainly 
marked, and it might be well to mark each 1,000 ft., oreven 
every 500 ft. In addition, the elevation of each station 
(the nearest foot only) should be plainly marked at each 
station. I find it a good plan to indicate each turning point 
with a small circle made by a bow pen, and each single sta- 
tion by a smaller circle made similarly. To indicate each 
station in this manner may be considered as occupying too 
much time, andin lieu of this method the stations can be 
shown by a short Jine drawn at right angles to the surveyed 
line. 

I do not consider any map complete unless the contours are 
fully shown for some distance on either side of the line. As 
to the vertical distance apart that contours should be drawn, 
that depends a great deal on the scale of the map, but 10 ft. 
contours for ascale of 200 ft. to 1 in. and 5 ft. contours for a 
scale of 100 ft. to 1 in. answer very well. 

Contours should be taken in the field with a hand level 
(and not with a slope board or clinometer), working directly 
from the given elevations of the centre line. Other methods 
are likely to prove grossly inaccurate, and in many cases are 
found to be of no value whatever. 

The elevations of the contours should be marked on the 
map at frequent intervals, and every fifth contour inked in 
heavier than the rest where 20-ft. contours are shown, and 
every fourth one heavier where 5-ft. contours are shown. 
This is important, but too often neglected by many 
engineers. 

In addition to the contours, the maps should show all the 
natural and artificial features (for a reasonable distance on 
each side of the line) of the country passed through, such as 
runs, creeks, rivers, roads, buildings, etc. 

Different kinds of buildings should be indicated by differ- 
ent colors (the outlines being shown in black though). Thus 
yellow can be used for frame or wooden, red for brick, and 
pale sepia for stone buildings. In addition to their proper 
colors, outbuildings, such as stables, barns, etc., should be 
distinguished by lines drawn from each diagonal corner and 
crossing each other in the centre. 

The direction of each stream should be indicated by a 
suitable arrow and the name of the same written immed- 
iately above the arrow when the same is- small, and for 
larger streams the name can be written (or printed) between 
the outlines defining the banks of the stream. 

Land, property and boundary lines should not be forgotten 
and should have the magnetic course of the same plainly 
marked. EMILE Low. 








Standard Scales 


for Maps of Railroad Surveys. 


POTTSVILLE, Pa., Nov. 10, 1884. 
To THE EpIToR OF THE RAILROAD GAZETTE : 

In your issue of the 7th inst. I find a very amusing article 
entitled ‘‘ Map of Preliminary Surveys.” I, at first, took 
this as a joke perpetrated by some wag in Atlanta, but in 
thinking over the matter I remembered having seen reports 
of surveys in very nearly as bad a sbape as this “ Director ” 
reports. It is very hard to conjecture what is on this map, 
but the presumption is, that there is a line of some color on 
apiece of paper, having curves and tangents. Without 
knowing more about the circumstances about the case it is 
hard to determine who to blame for such a report for several 
reasons. 

lst. The President of the road may have ordered such a 
map, being thoroughly familiar with the country and want- 
ing to save expense. 

2d. The Engineer may be one of these every-day engi- 
neers (?) who crowd the profession and do cheap work, just 
for a living, and thus keep idle those who can do good 
work but will not do it at laborers’ wages. No matter what 
the circumstances of the case may be, it is an engineer’s 
duty to show the towns, roads, rivers, streams, contours, etc., 
on every map he makes, for no matter how ignorant men 
may be, who have suddenly become directors of a new 
road, there are none so stupid who can not appreciate 
a good map, and every engineer should be independ- 
ent enough to assert his rights, and before his name 
is attached to the map, he should always remember 
that others may examine the map in time to 
come, and his success for obtaining similar or more im- 
portant work will rest entirely on what he has done. I 
know from personal experience that corporations for whom 
I have worked wished to save expense and did not care for 
matters on the map that seemed foreign to them, but not to 
me; and rather than submit maps, as requested, I would 
work “ all night till broad daylight” and not charge extra, 
but always determined to have maps of the true situation 
of the country embraced in the territory passed through. 

Your criticism on the article is very good and to the point, 
but I do not think you have gone far enough. I would like 
to call the attention of all engineers of the country who 
are interested on the subject of scales of maps for sur- 
veys, from preliminary to the end of right of way; and if 
it is not asking too much of you, I would request that you 
publish in your able paper communications from engineers 
on this very subject. And I invite all engineers to givea 
free and full expression. 

I have worked for chief engineers of different railroads, 
and they all bad their favorite scales to work by, some 
100 ft. to the inch, others 200, 300, 400, 800, 1,000, 1,200 ft. , 
etc., etc. An engineer may work for years on one road, 
and make all his maps for surveys ona scale of 200 ft. per 
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Half Back Elevation, 
PASSENGER 


lin, All at once he secures employment on a road where 
400 ft. per 1 in. is the standard. It takes him some time to 
become accustomed to the new departure. I have known 
errors of serious moment caused by this change of scale; for 
this reason, and for many others, I think there should be a 
standard, or several, for different work, adopted, so that all 
may become thoroughly familar with but one scale for one 
kind of work, and the consequence will be that work will be 
better and more readily done, and less errors will occur in 
all branches of the profession. 

l have tried various scales for surveys, and some years 
ago decided on the following scales for different work, and 
have strictly adhered to them, and have in a number of 
cases had thess scales adopted as standards by the corpora 
tion with which I have been connected. 

The scales are as follows : 

1, For maps of preliminary surveys, on which to project 
locations and use in the field for locating, 200 ft. per 1 in. 

2. For maps of locations (and right of way) 100 ft. per 1 
in. 

3. For a general map or “study” of the country passed 
through, 1,000 ft, per 1 in. 

Every engineer kaows that where a great number of 
routes sesm feasible, the whole country embraced in the 
limits of these routes must be accurately surveyed, which 
surveys are termed “‘ preliminary” or experimental lines; 
the maps of these surveys I ploton a scale of 200 ft. 
per 1 in.on sheets of demy paper, royal siz>, 19 in. x 24 in.— 
and connect them with x onthe margins. When all the 
surveys are completed, I plot a map of 1,000 ft. per 1 in., 
which can be easily made from the maps of 200 ft. per 1 
in. by means of a pantagraph. The map of 1,000 ft. per 1 
in. brings before an engineer a complete study of the country” 
showing all the cities,towns, villages, hamlets, rivers, streams’ 
houses, barns, contours, etc., and then, and not until then, 
can the proper route be determined on. 

Before a route can be determined on a great many things 
must be considered. If the road is to be a trunk line, and 
compete with others, the shortest possible distance must be 
obtained and in many cases local trade sacrificed which 
could only be reached by a circuitous route, thereby length- 
ening the line. Grades have frequently more bearing on a 
route than distance. If the road is to be merely local, all 
the towns must be reached and frequently heavy grades 
used, All these things must be taken into account, and no 
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Half Front Elevation. 


LOCOMOTIVE, CHICAGO, BURLINGTON & QUINCY RAILROAD. 


engineer or president of a road should decide on a route be- 
fore having this study before him. 

After a route is decided upon, the same is projected in 
pencil on the sheets of the 200 ft. scale, and the locating 
engineer with his party, and these maps, goes out in the 
field and locates on the ground the line called for on his 
maps. Then the location is platted on sheets of the same 
siz2 on a scale of 100 ft. per 1 in., all the topography put on, 
and the contours shown in 5 ft. vertical elevations. After 
these maps are made, the grade line is carefully dotted on 
the maps in pencil, and any revision of the location can be 
made on the maps, and scaled to the foot ; in maps of say 
400 ft. per 1 in., the width of a pencil line covers 10 ft. 
Revisions on the ground can be so accurately 
made from these 100 ft. scale maps that no fear is ever 
entertained by the locating engineer that he will run intoa 
“snag” or be compelled to do his work over again. 

The location, «s revised, is then put on the map, previously 
made, of 100 ft. per 1 in. in a different color, and the maps 
are then used for right of way maps, i. ¢., you plot on the 
map, in pencil, the outlines of the property you wish to 
secure from any owner, lay a piece of tracing cloth over it, 
and trace one man’s property on the map, and file this with 
the deed of conveyance. These same sheets can also be used 
b2fore the board of directors for adoption of the location, 
etc., etc. 

I have no doubt many railroad men_will say: ‘It costs 
too much to make so many surveys and maps,” but to all 
such I say it has been proven over and over that $1,000 ex- 
pended on surveys saves $10,000 on construction. How 
often do we see railroads in daily use of-such terrible align- 
ment or grades that could have been made good with a little 
more expenditure on surveys / 

P. F. BRENDLINGER, 
Chief Engineer Pottsville & Mahanoy Railroad. 


[Discussion of this subject will, of course, be wel- 
come.—-EDITOR RAILROAD GAZETTE. ] 








Passenger Locomotive, Chicago, Burlington and 
Quincy Railroad. 





The accompanying illustrations show the construction of 
his engine, which is known as Class A, so clearly that but 





little description. is needed. The leading dimensions 
weights of the engine and tender are as follows : 


Ft. In. 
eee MPMIGE DAMIR 56 cs 00000 .000 iestsesesd bGeis : seelese bad 8 6 
river to centre of truck. ........--6.-6sceeee ceeeee ill 2 
Wheel base of engine truck ... 2... .6.- cee ee ceweecseeee 5 
Hind driver to front truck wh2el........... .-.-.e006 eee 22 6% 
Distance between centres of tender trucks... ........... 10 5 
Wheel base of tender trucks....... 2.6... 66. eee scene eens 46 
Total wheel base engine and tender. nk iacanh. apace ale 4t 9 
Length over ail, 55 


‘ 
Diameter of drivers on tread....... 
* engine truck wheels .. 
“tender “ 
* cylinders 
Stroke of geeen. 


“ 


“ 





Tractive force p-r lb. average pressure in cylinders ..... ibs, 
Weight io working order on forward drivers............. 26,600 
“3 7 » hiud ” . iaentpa punks 27,000 
Total weight on wom. bp keke wake. dbneent ohana 53,600 
Total weight on truck.... .... 27.600 
Total weightuf engine ............. 26. ceeceee sees 81,200 
We' ht of es ry SOOT cnescns b6pestboce 900 soexeeoweg 24,183 
8 r (2 730 UNE Bisssess sccicsctiecan cogttancrn Fw 
Total weight of tender........ -.+...+-eeesseeeeeeee 61,650 
Total weight of engine and tender in working order..... 142,850 
Lt. In. 

lou of tender tank... shbeives! dteqdignpsebovedbaeds 18 6 
ees MH FH  iccmscccccces © neceseceseoeos a 
Dewgth OF COM] BPSCO.... 2. 1.0 coves cr ccccscccccevessers 8 3 


It will be noticed that the weight of the valve motion is 
balanced by an adjustable spiral spring attached toa short 
bell crank on the lower end of the reverse lever. This tends 
to keep the strain on the lever constant in one direction, and 
as the reach-rod is placed in tension, it is less liable to vi- 
brate than when the relief spring is placed in the ordinary 
position. The reach-rod measures 2}¢ ia. x % in., and the 
eccentric rods are3 in. x % in. in the centre of their length. 

The cylinders are horizontal, but their centre lines are 2 
inches above thecentre line of the driving axle. 

Both the piston-rods and valve-rodshave metallic packing 
in the glands. 

We are indebted to Mr. Godfrey W. Rhodes, Superinten- 
dent of Motive Power of this railroad, for the remarkably 
clear aud detajled drawings from which our illustrations are 
prepared. 
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Gen. Anderson’s Reply to Mr. Villard. 


Northern Pacific Railroad Company, 
Construction Department. 
Sr. Pau, Minn., Oct. 10, 1884. 
Henry VILLARD Esq., New York City: 

Dear Sir: In the pamphlet recently issued_by you, en- 
titled ‘Statement to the Stockholders of the Northern Pa- 
cific Railroad,” are certain assertions that differ so widely 
from the actual facts that I must call your attention to 
them. 

Inasmuch as the above-named statement has been given 
very wide circulation in this country and in Kurope, you 
cannot but recognize the propriety of giving equal publicity 
to this communication, particularly when the pamphlet 
states that the difference between certain estimates of mine, 
and a certain sum quoved by you, is *‘ the true key to and 
the sole cause of your (the stockholders) and my (your) dis- 
appointments, and of the reverses that have overtaken the 
Oregon & Transcontinental Co. and me (yourself) person- 
ally.” ; 

You quote correctly the figures of an estimate made by 
me in November, 1880, and properly omitting the part 
which was irrelevant you take up the figures for Yellow- 
stone, Rocky Mountain and Clark’s Fork Divisions. The 
total length of those divisions was stated in the estimate at 
825 miles, and the cost at $20,773,900, 

What did this estimate actually embrace ?¢ 

It was for building the road from Glendive on the Yellow- 
stone River co the east end of the Pend d’Oreille Division 
near the present Kootenai station, on the north shore of 
Lake Pend d’Oreille. So little was correctly ‘known of 
the country, that the distance estimated at 825 miles 
was reduced in construction to 770 miles. That this 
estimate proved too low to build and equip this 
section of 770 miles is true; but had the conditions 
continued which existed when it was made, and the 
general plan been carried out, the estimate was sufficient 
to have built and equipped that section, although it would 
have taken a yearor more longer time to complete than was 
actually consumed, and the road would not have been the 
thoroughly constructed and admirably equipped structure 
it now is. 

You also quote the summary of an estimate made by me 
Jan. 12, 1882, amounting to the total sum of $24,001,600, 
The details of that estimate as they appear in my memor- 
andum book under date of Jan. 11, 1882, are as follows: 





Estimated Cost per 
Name of division. Length. cost. mile. 

pL err 250 7,155,000 $28,620 

Rocky Mountain.......... «- 180 066,000 33,700 

Oe See 280 8,195,600 29,270 

ae ee 10 415,000 41,500 

POR Grist vecsecsocian os | 1,400,000 28,000 
DN 5 6 kc 650.505. cnncedese 770 $23,231,600 
Bismarck Bridge... ...... ... 420,000 
Snake River Bridge.......... 350,000 
BONE. civee cass cauncahasieees $24,001,600 


What did this estimate embrace ? 

It was to complete the road from end of track at the east, 
then at Horton station on the Yellowstone, ninety miles 
above Glendive, to a point in Idaho about three miles west 
of the foot of Lake Pend d’Oreille. It also included cost of 
building Portland Division in Oregon, cost of completing 
Bismarck Bridge, and cost of building a wooden bridge 
witb wooden crib-work across Snake River, at Ainsworth. 

Let us now examine the result. 

The Yellowstone Division remained at its original length, 
while the new Missoula Division was constructed from 
twenty-two miles of Rocky Mountain, and 135 miles of 
Clark’s Fork Division. 

As the Portland division is still uncompleted and the 
amoant expended upon it has been less than the estimate, it 
is unnecessary to consider it here. The estimate also 
covered cost of completing Pend d’Oreille Division—about 
10 miles of track—with some buiidings, at a cost of $415,- 
000. It is impossible to separate this amount from the total 
cost - the division, but the sum estimated was entirely 
ample, 

The estimate for the main line covered a distance that, 
owing to incomplete surveys, was estimated at 710 miles, 
but in construction was reduced to 680 miles. 

The Auditor’s books show the following expenditures for 
construction on these divisions from Jan. 1, 1882, from 
which date the estimate practically was made, to Dec. 31, 
1883, the date assumed in your statement : 














Wy Length Cost per 
_Divisions. in miles Total cost. mile. 
Yellowstone... .... ...... 250.9 7 810,232.01 $31,128.86 
Rocky Mountain .......... 151.9 4,769,.970.14 31,402.04 
a 156.7 4,390,380.59 28,017.74 
COREE FOG. bovcavenccnss 120.5 6,925,359.02 57,471.85 
A Sree ee 680.0  $23,895,941.76 
Estimated.... ....... ... 710.0 21,416,600.00 
; Decrease. Increase 
Difference.... .. .eeeee .-30 miles. $2,479,341.96 


Or an “‘under-estimate” of a little over 10 per cent. 

What were the causes of the increased cost ? 

On the Yellowstone Division the high bluffs, which you 
doubtless recollect having characterized in the summer of 
1882 as “appalling,” after exposure to the extreme cold 
winter of 1881-2 commenced te disintegrate and fall upon 
the track. An expenditure of over $700,000 was made 
during the season of 1882 to cut away the dangerous bluffs 
and render the track safe. The Yellowstone Division esti- 
inate therefore was ample, except for the wholly unexpected 
expense ve gle upon the disintegrated bluffs 

The Rocky Mountain Division was estimated to cost 
$33,700 per mile. To Dec. 1, 1883, it had cost $31,402.04 
per mile, 

‘he Missoula Division, estimated partly at $33,700 per 
mile, as part of the Rocky Mountain, and $29,270 per mile, 
as part of the Clark’s Fork Division, had cost to Dec. 31, 
1888, $28,017.74 per mile. 

Clark’s Fork Division, estimated at $29,270, cost $57,- 
471.85 per mile. 


Estimated cost (120.5 miles)..... i Rae minatmenie $3,527,035.00 
Actual cost..... Gadd dc Bib kebked tcekd ckexeeleiddaeee ds + 6,925,359.02 
Actual cost over estimate..................... “$3,398,324.02 


Here is a difference far in excess of the whole actual in- 
creased cost of the 680 miles, and your attention is respect- 
fully called to the fact that in the fall of 1881 you, as i- 
dent, appointed a “Supervising Engineer of Western Divi- 
sions,” a gentleman who at that time was a total stranger to 
me; and also employed a Superintendent of Construction to 
build this 12034 miles of Clark’s Fork Division. 

The Supervising Engineer, while nominally subordinate 
to the Engineer-in-Chief, communicated directly with the 
President, and was clothed with the same power in all 
financial matters as the Engineer-in-Chief. An Auditor and 
Cashier were appointed for the Western Divisions, and all 
construction expenses were audited and paid at Portland, 
— the accounts did not come under my supervision or 
notice, 


One of the first acts of the Supervising Engineer was to 








dismiss the Division Engineer, who had built the road east 
from Ainsworth which had been estimated to cost $24,075 
per mile, while its total cost to Dec. 31, 1883, had been but 
$23,274.24 per mile. 

Matters were so managed that it was long before I became 
fully aware of the unfitness of the Supervising Engineer and 
Superintendent of Construction for the positions they held, 
and you will doubtless recollect that when I proposed to re- 
move them, although backed in that purpose by the Vice- 
President, you refused to permit it. 

Doubtless you will also recall the fact that at Deer Lodge, 
Montana, May 5, 1883, after the services of the Superin- 
tendent of Construction had been dispensed with, you told 
me that it was a grave mistake; that while the contractor 
might do the work at less cost it would have been better to 
continue the former arrangement. 

The actual result may beseen in the following statements, 
in which the first includes the divisions which remained 
under my direct control, and the second or Clark’s Fork 
Division was mavaged by persons of your selection, and 
kept there against my protest: 


Est’d cost Actual cost 


Divisims. Jan. 12, °82. Dec. 31, 83. 
Yellowstone.... .......... $7,155,000 $7,810,232.01 
Rocky Mountain......0. 0.0 ssccs 5,119,030 4,769,970.14 
0 RR eS eee 4,684,069 4,390,380.59 

Maia sk viewisistsveasn eCanwee $16,958,099 $16,970,582.74 
Clark’s Fork Schack Guate $3,527,035 $6,925,359.02 

Divisions. Increase. D -crease. 
UID. adices sasevccesccces EE) gseeeeb- oes 
TOG POOUUGRIN .. oo. ccs cseseccnce ee Sees F $349,059.86 
PD Suivaiace <secrisasasaseee,  vacetcesee 293,688, 41 


| ere re $12,483.74 
ae GR.BOG.S2IE0S —«— ccvccccccces 

The apparent additional cost of the Bismarck Bridge was 
caused by including in its cost the approaches—four miles 
of ti railroad—which legitimately belonged to the main 
road. 

The estimate for Snake River bridge was made fora wood- 
en structure throughout, before the regimen of the river was 
at all understood ; and it was afterwards deemed wiser to 
build an iron bridge, 1,574 ft. long, with masonry piers 
sunk to the rock, and the railroad now has there one of the 
best iron bridges on this continent. 

We will now examine the figures quoted on page 22 of 
your pamphlet, as follows: 

“Tneluding all work commenced and finished under my 
administration, the cost of completing and equipping the 
main line was as follows : 


New construction proper, with all appurten- 





DLE Raa ctetakwees Genc.cces GGauwaesbduuacab heres $35,6°5,000.00 
Renewal of old lines.......... ey erry ere eer 3,323,139.46 
ER Stays svat a aE vcabo aks count aeaelaneenes 3,972,656 98 





$42,980,796.44 " 
The Auditor of the railroad company is unable to identify 
these figures by his books, nor has any officer been able to 
find them in place. The nearest approach is as follows: 
Expenditures from July 1, 1881, to Dec. 31, 1883, for 
two and a half years, in which ‘‘ Construction” includes the 
work done on all divisions under construction during that 
time, viz.: Wisconsin, Missouri, Yellowstone, Rocky 
Mountain, Missoula, Clark’s Folk, Pend d’Oreille, Columbia 
River, Portland and Cascade Branch divisions, over 1,390 
miles of road, also Bismarck Bridge, etc. 
Equipment embraces all provided for main 
branches, over 2,400 miles of road. 
By Auditor’s 


line and 


By Villard 





Accounts. books. pamphlet. Differences. 
Construction....... $35,109,434.03 $35,685,000.00 —$575,565.97 
Improvements and 

betterments on 

eee 3,942,426.84  3,323,139.46 + 619,287.38 
Equipment......... 3,972,656.98  3,972,656.98  ............ 

Total......... ... $43,024,517.85 $42,980,796. 44 $43,721.41 


It therefore appears that the total expenditures for con- 
struction on over 1,390 miles of road, together with other 
large expenditures outside that distance, and also the ex 
penditures for equipment for over 2,400 miles of completed 
road, were combined together, and to their sum was added 
$575,565.67 from “‘improvement and betterments,” on old 
road east of Missouri River, and all were uuited into one 
total of $39,657,656.98. Then by some occult mode of cal- 
culation it is demonstrated that the difference between the 
estimate of November, 1880, to build 770 miles of road and 
this sum of $39,657,656.98 was an “under estimate of over 
90 per cent,” and that the difference between the second es- 
timate of Jan. 12, 1882, and the same sum of $39,657,556.98 
was an “‘ over estimate of nearly 56 per cent.” 

Why this sum of $39,657,656.98 was selected to compare 
with either or both of those estimates it is wholly impossible, 
at least for me, to conceive. It bore no relation to, or had 
any connection whatever with either of the estimates, and 
the latter might with equal propriety have been compared 
with any figures greater than theirown sum-—the capital stock 
of the company for instance, or even the national debt of the 
United States—and thereby a far larger ‘‘ under estimate” 
have been discovered. 

: My estimates were clear, distinct and specific, and it seems 
incredible that they should mislead any one who examined 
them with any care. 

_ Having thus shown the actual facts, I now call upon you, 
sir, to retract the erroneous and misleading statements in 
your pamphlet as publicly and as widely as you have 
given them currency. Very respectfully yours, 

Xx ANDERSON. 











Master Car-Builders’ Association. 


The following list of subjects for discussion, with the 
committees appointed to report thereon at the next annual 
convention of the Master Car-Builders’ Association to be 
held at the Hygeia Hotel, Old Point Comfort, Va., June 9, 
1885, is given in a circular issued by Mr. M. N. Forney, 
Secretary of the Association. 


1. A Standard Form for the Treads and Flanges of 
Wheels.—The report of this Committee to include a recom: 
mendation of a maximum and minimum limit gauge for the 
flanges of wheels and carsreceived for interchange. H. 
Stanley Goodwin, Lehigh Valley Railroad, Bethlehem, Pa. ; 
M. N. Forney, 73 Broadway, New York ; R. C. Blackall, 
Delaware & Hudson Co., Albany, N. Y.; John W. Cloud, 
Pennsylvania Railroad, Altoona, Pa.; Herbert Wallis, 
Grand Trunk Railway, Montreal. Canada. 

2. Standard Freight-Car Truck.—Resolutions were adopted 
at the last Convention instructing the Committee to “ pre- 
sent to the Convention in another year what they would 
recommend as a standard truck for cars of 40,000 pounds 
capacity and that a standard freight-car truck should be of 
the diamond form, * * * and should have cross channels 
so that it may be used with a swinging bolster or rigid 
bolster, * * * and that it isthe sense of the meeting that 
a 5-ft. wheel-base would be accepted * * * and that the 
Master Car-Builders’ journal is large enough for cars whose 
capacity does not exceed 40,000 pounds.” The Committee 
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were also instructed to use the Master Car-Builders’ standard 
journal bearings and journal box in the trucks for cars not 
exceeding 40,000 pounds capacity. Robert Miller, Michigan 
Central Railroad, Detroit, Mich.; Wm. McWocd, Grand 
Trunk Railway, Montreal Canada ; William Forsyth, Chi- 
cago, Burlington & Quincy Railroad, Aurora, lll.; Joseph 
Wood, Pennsylvania Company, Ft. Wayne, Ind.; J. N. Barr, 
Chicago, Milwaukee & St. Paul Railroad, Milwaukee, Wis. ; 
Henry 8. Bryan, Chicago & lowa Railroad, Aurora, II]. 

3. Brake-Shoes, Brake-Beams and Interchangeable Parts 
of the Brake Arrangements of Cars.—Tbis Committee was 
continued with instructions to submit a definite form of 
brake-shoe, brake-beam, and of the interchangeable parts 
for adoption at the next annual convention. L. Packard, 
New York Central & Hudson River Railroad, West Albany, 
N. Y.; John 8S. Lentz, Lehigh Valley Railroad, Packerton, 
Pa., and J. W. Marden, Fitchburg Ruilroad, Boston, Mass. 

4. Standard House-Car to carry 60,000 Pounds of Lad- 
ing.—The Committee on this subject was continued and was 
united with the Committee on Freight-Car Framing and 
Trussing, with instructions to report on a definite form of 
framing and trussing, for adoption at the next annual con- 
vention. H. Stanley Goodwin, Lehigh Valley Railroad, 
Bethlehem, Pa.; John W. Cloud, Pennsylvania Railroad, 
Altoona, Pa.; Leander Garey, New York Central & Hudson 
tiver Railroad, Grand Central Depot, New York; F. M. 
Wilder, New York. Lake Erie & Western Railroad, Susque- 
hannah, Pa.; L. Packard, New York Central & Hudson 
River Kailroad, West Albany, N. Y.; Wm. McWood, Grand 
Trunk Railway, Montreal, Canada; R. McKenna, Delaware, 
Lackawanna & Western Railroad, Scranton, Pa.; R. H. 
Soule, New York, West Shore & Buffalo Railroad, Frank- 
fort, N. Y. 

5. Standards and Appliances for the Safety of Train- 
men.—This Committee was appointed in accordance with 
the following resolution: 

‘* Resolved, That a Committee be appointed to prepare a 
circular calling the attention of railroad managers to the 
standards and the appliances for the safety of trainmen, 
which have been recommended by this Association, and 
that this Committee be urged to do everything in their 
power to secure their adoption.” 

Jobn Kirby, Lake Shore & Michigan Southern Railroad, 
Cleveland, O.; B. K. Verbryck, Chicago, Rock Island & Pa- 
cific Railroad, Chicago, Ill. 

6. Passenger-Car Framing and Trussing.—Thomas A. 
Bissell, Barney & Smith Manufacturing Co., Dayton, O.; 
William Forsyth, Chicago, Burlington & Quincy Railroad, 
avd Robert Miller, Michigan Central Railroad. 

7. Automatic Freight-Car Brakes. —Godfrey W. Rhodes, 
Chicago, Burlington & Quincy Railroad, Aurora, IIL; 
George Hackney, Atchison, Topeka & Santa Fe Railroad, 
Topeka, Kan.; B. Welch, Central Pacific Railroad, Sacra- 
mento, Cal. 

8. Freight-Car Roofs.—F. M. Wilder, New York, Lake 
Erie & Western Railroad, Susquehanna, Pa.; R. C. Blackall, 
Delaware & Hudson Canal Co., Albany, N. Y.; and D. Hoit, 
Gilbert Car Manufacturing Co., Troy, N. Y. 

9. Trap-doors in the Roofs of Passenger Cars.—This 
Committee was continued and was requested to furnish plans 
at the next annual convention. F. D. Adams, Boston & 
Albany Railroad, Allston, Mass.; John Mackenzie, New 
York, Chicago & St Louis Railroad, Cleveland, O ; Sanford 
Keeler, Flint & Pere Marquette, East Saginaw, Mich. 

10. Side-Dumping and Drop-Bottom Coal-Cars.—Joseph 
Townsend, Chicago & Alton Railroad, Bloomington, III. ; 
John Hodge. Missouri Pacific Railroad. St. Louis, Mo.; and 
C. E. Gore, LaFayette Car Works, LaFayette, Ind. 

11. Standard Dead-Blocks.—This Committee to submit 
detailed drawings of dead blocks to be adopted as standards 
by the Association. Charles Blackwell, Norfolk & Western 
Railroad, Roanoke, Va.; George W. Demarest, Northern 
Central Railroad, Baltimore, Md.;-M. N. Forney, 73 Broad- 
way, New York. 

12. The Comparative Advantages of the two Methods of 
Constructing Freight Cars, with and without Platform 
Timbers or End Sills projecting from the End of the Car.— 
E. B. Wall, Pittsburg, Cincinnati & St. Louis Railroad, 
Columbus, Ohio; B. K. Verbryck, Chicago, Rock Island & 
Pacific Railroad, Chicago, Ill.; Geo. W. Cushing, Northern 
Pacific Railroad, St. Paul, Minn. 

13. Subjects to be Reported at the next Annual Conven- 
tion for Investigation and Discussion at the Succeeding 
Convention. —R. H. Soule, New York, West Shore & Buf- 
falo Railroad, Frankfort, N. Y.; Sanford Keeler, Flint & 
Pere Marquette Railroad, East Saginaw, Mich.; James N. 
Lauder, Old Colony Railroad, Boston, Mass. 

14, Committee of Arrangements for the next Annual 
Convention.—M. M. Pendleton, Seaboard & Roavoke Rail- 
road, Portsmouth, Va.; J. W. Fleming, Petersburg Rail- 
road. Petersburg, Va.; John 8S. Whitworth, Norfolk South- 
ern Railroad, Norfolk, Virginia. 


The Steel Rail Trade. 


The condition of the steel-rail trade is now regarded with 
much interest. Prices are certainly a great deal firmer than 
they have been, and the possibility of bigher prices in the 
near future seems to be almost assured. The minimum 
price named is now $28 at works, but there are very few 
sellers at even that rate, $29 to $30 being the more common 
quotation. This shows a very decided change from the cou- 
dition of affairs a few weeks ago, when steel rails were weak 
at $27 at works. It has been asserted that, during that 
period of fierce competition for orders and very low prices, 
sales were made which realiz2d but $25.50 net at some of 
the mills. This is denied very positively by those who have 
excellent opportunities for ascertaining the facts, and we 
are inclined to believe that $26.50, or possibly $26.25, 
marked the extreme point touched in the direction of low 
prices. The tendency now is in the opposite direction, and 
it seems very probable that an era of high prices is in store 
for the steel-rail trade before the low figures of the fall of 
1884 will be repeated. 

In considering the present condition of the steel-rail 
industry it must be borne in mind that great changes bave 
taken place within the past year or two. There are no Ionger 
14 large Bessemer steel-rail plants either in active opera- 
tion or in readiness to make rails with an improved demand. 
Six of the large plants are either idle, without a hope of a 
resumption until prices are very much higher than those 
now prevailing, or else they are being used for the manu- 
facture of steel for miscellaneous purposes, This very 
greatly reduces the capacity of the works in the United 
States that are prepared to make steel rails at anything 
like present prices. A further reduction in capacity will 
also be accounted for in the disposition of most of these 
eight concerns to engage in rolling other forms of steel 
than rails, and which are more profitable. At least one of 
these eight establishments is indifferent about rail orders at 
present, finding other lines so much more remunerative. The 
product of the last six months of 1884 has been socurtailed by 
various circumstances that it is now believed it will amount 
to little over 800,000 gross tons of rails for the entire country. 
If the product of the first six months of 1885 is no larger, it 
will very probably be below the requirements of the coun- 
try, judging from the experience of previous years. If this 
is the case, taking into consideration the diversion of Bes 
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semer steel into other forms than rails, and the idleness of a 
number of plants which will not be put into shape for re- 
suming operations so long as prices are below their limit of 
cost, the outlook for those companies depending principally 
upon rails and able to turn them out at current prices seems 
much brighter. At no time in the past 13 years has the an- 
nual consumption of railsin this country been below 764,- 
000 net tons, the average for the 13 years having been 
1,280,895 tons. The mileage of new railroads built next 
year may and doubtless will fall considerably below that 
built this year, but the minimum built in any one of the 
past 13 years was 1,713 miles, and the average for that time 
was 5,280 miles. It is therefore probable that next year 
will see considerable business coming in for new construc- 
tion, notwithstanding the depressed condition of general 
trade. The following table exhibits the annual increase of 
railroad mileage in this country, the total rail consumption 
— the total rail imports in the years 1871 to 1883, in- 
ciusive ° 


Total rail Total 

Miles of consumption, rail imports, 
Year. railroad built. net tons. net tons, 
a ren T3779 1,341,935 66,202 
1872 5.878 1,530,850 130,850 
DRE. aicetescaakaedddere 4.107 1,148,849 258,772 
1874 2,105 837,724 108,311 
ROR Sees 1,713 $11,960 19,448 
er a ee 2,712 879,916 287 
EE ois cwiusie ear headed xpi 2,281 764,744 35 
1878 2.687 882,695 10 
SRS Se eet 4,721 1,157,420 44,147 
a re 7,174 1,752,526 290.689 
Da ddecss -4abes acenas 9,789 2,230,421 386,321 
Ds ncdtas ¢sdcnseeses 11,591 1,912,921 224,127 
| eee eer 5,506 1,369,671 38,977 


While the vears 1871 and 1872 with 1881 and 1882 did 
very much to increase the yearly average in railroad con- 
struction and rail consumption, it will be observed that for 
tive years of the term under consideration the rail consump- 
tion ranged between 800,000 and 900,000 net tons. That 
was at a time when there were fewer railroads in the coun- 
try than now, the additional mileage constructed since then 
having been almost 50,000 miles. Notwithstanding the in- 
creased endurance of steel rails compared with iron rails, 
for which some allowance must be made, it seems reasonable 
to suppose that an addition of about 66 per cent. to the rail- 
road mileage of the country would expand the rail require- 
ments to something beyond the limits of 1874-8. Importa- 
tions have been completely checked, and are now impossible 
with prices and duties as they are, so that there is no pro- 
vision to be made for any deduction from the consumption 
in favor of foreign manufacturers. The demand for steel 
rails for next year may not amount to more than 800,000 
net tons, but if it reaches that figure it will very likely fur- 
nish the Bessemer works of the pe pe | with all the business 
they care to handle in the shape of rails.—Jron Age. 


The Oldest Locomotive Engineer. 


Mr. George Vernon, Foreman of the Pennsylvania Rail- 
road round-house at Bordentown, N. J., claims the distinc- 
tion of being the oldest locomotive engineer in America. 
He is now 78 years old ; as a young man he worked for the 
late M. W. Baldwin, and in 1831—53 years ago—he was 
sent to run a locomotive on the old Newcastle & French- 
town road in Delaware. In 1832 he went on the Camden & 
Amboy road to run one of the English locomotives imported 
for that road, and has ever since been on that line. Soon 
after the road was leased to the Pennsylvania Railroad Co., 
Mr. Vernon was given his present position. He is still 
active after his 53 years of service. 


Sunday Trains in Massachusetts. 


The Massachusetts Railroad Commissioners have rendered 
their decision on the remonstrance of the citizens of Spring- 
field and other places in Hampden County, against the 
unnecessary running of freight trains on the Boston & 
Albany Railroad. After detailing the remonstrance and 
referring to the evidence put in on both sides, the Commis- 
sioners rule that itis not within their province to enforce 
the penal laws of the state, so far as they pertain to a viola- 
tion of the Lord’s day. This duty belongs to other persons 
and other tribunals. They also claim that they are not 
bound to make any suggestions or recommendations to the 
General Court regarding the working of the law on the run- 
ning of Sunday trains, except on request of the Legislature. 
Continuing, the Board says : ‘‘ The general policy of observ- 
ing the Lord’s day, the manner of so doing, the extent to 
which the former rules for Sabbath observing shall be relaxed 
are questions of general policy to be decided by the state, 
Different opinions prevail among laymen and clergymen, 
and it is not for this Board to try to extend its jurisdiction 
over hard questions of policy, theology and morals, Where 
a practical question under the law comes before the Board, 
it must be decided. When no such question arises, we are 
not at liberty to intrude our opinions upon a broad question 
far beyond our jurisdiction. But there is one view of the 
subject which calls upon the Board for a recommendation. 
Leaving the question of ‘necessity and charity’ to the legal 
tribynals, and leaving to them also tbe infliction of penal- 
ties in case of violated law, we would direct the attention of 
the managers of this and of other railroads to the manifest 
danger of diminishing the efficiency of their employ és and the 
consequent safety of their trains, arising from the want of a 
day ot rest. We speak of this, not because it is more import- 
ant than the legal or moral aspect of the subject, but because 
this is within our jurisdiction, and the other questions are 
not. Allmen are agreed, and railroad managers here have 
expressed their opinion most decidedly, that in this business, 
most of all, a day of rest is required in order to secure healtb, 
vigor of mind and body, and consequent efficiency of ser- 
vice. If there were no higher reason for Sabbath observ- 
ance, this would be enough, and it cannot be habitually 
neglected withoutinjury. Allowing for accidents and special 
exigencies for the movement of live stock, which humanity 
requires, and for the pressing needs of some species of traffic, 
it seems plain that there is a tendency to do unnecessary 
work on Sunday; that its increase is out of all proportion to 
the growth of general traffic, and that it so encroaches upon 
the time which is needed for physical and mental repose as to 
endanger the well being of men to whom is intrusted the 
care, nut only of property, but of life. 

‘‘We therefore recommend that the managers of tbe Boston 
& Albany Railroad Co. carefully consider the question 
whether there is any need of the many freight trains which 
now are run on the Lord’s day, with the object of greatly 
reducing their number; that to this end they confer with 
the managers of the New York Central & Hudson River 
Railroad and other connecting roads, so that in delivering 
freight to the Boston & Albany regard may be had to this 
object, and that live stock arriving on Saturday, may be, so 
far as possible, delivered in whole trains and not in 
parts of trains, composed largely of general merchan- 
dise, so as to reduce the number of trains which human- 
ity requires to be forwarded on the Lord’s day. And 
we recommend that they pursue this end of lessening 
Sunday work, and tbereby promoting the welfare of 
their employés, not in a formal and perfunctory manner, 
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PASSENGER LOCOMOTIVE, CHICAGO, BURLINGTON & QUINCY RAILROAD. 
(For description see page 815.) 


but with the same zeal and interest with which they always | ed the safety valves down so that she could not blow off, 

seek to perfect the equipment and physical condition of their | opened the regulator ; he and the fireman got off, and 
road. We also recommend that, when Sunday work 1s | speaking to the engine said, ‘‘ Now you follow me when you 

necessary, care be taken that one ‘es rest in seven be | are ready ;” walked on up the incline some distance and 

secured toevery man. And we give the like advice to all | waited, and she did ultimately follow them up, where they 
railroad managers in the state. Above all, we recommend | got on and proceeded to Liverpvol.” 

not only that no unwilling employé shall be compelled to | 

labor habitually on Sunday, but that all employés be Stuck on de Centre. 

effectually assured that they shall not be exposed to risk of “Say, Sam, what was the matter down at the mill yester- 

discharge, or to any molestation because of their objection | day ?” ‘ 

to such labor. For the commonwealth will not endure that “Well, you know, Boss, de ingin she been gettin’ stuck on 
the corporations which are its creatures sball inflict any- | the centre here lately, mi’ty nigh ever’ day, ,an’ de Boss he 

thing resembling punishment upon avy man because his | got mad an’ lowed he’d maker go. So be sot me to pullin 

conscience forbids him to work on the Lord’s day.” | down on de belt, an’ he war pushin’ up on de wheel, an’ de 

ingineer he put a scantlin’ under de pitman an’ sot on tother 
eend of it, an’de fo’man he war given’ her steam. Well, 

The Missouri Pacific secret-service operatives succeeded in | You see, Boss, she go off mi’ty quick sometimes when she 
breaking up a gang of car-thieves yesterday who had been takes a notion, so yistiddy she give a jump as quick as a 
making levies on freight cars of the Missouri Pacific and the | Mule kin kick, an’ away she went! An’ you see when she 
Wabash roads very successfully for fally two months. The | Come over so quick de piuman hit de short eend of de scant- 
robberies have been committed in the vicinity of Kansas City lin’ an’ sent de ingineer froo de roof like a sky rocket, an’ de 
and at Harlem on the opposite side of the Missouri River. | Boss he went over de wheel an’ out froo de back window an 
The majority of the thefts were committed at Harlem, lit in de straw pile, an’ de belt pulled me down in de wheel 
where the freight trains stop to change engines as no heavy | Pit an’ I staid dar till de fo’man got her shut off agin. 
engines are allowed to cross the bridge. While the change) |, A narrow escape, indeed. a . PE Oe 
was being made and the trainmen were in the caboose, the | Yes, sir-ee, it war, an’ deys a mi’ty heep of ‘lectricity in 
thieves would break open a car, abstract goods which could | @ Wheel pit when she’s runnin’ away, it made my har stan 
easily be disposed of and take them across the river in a | 0M eend like ’nittin’ needles, dat it did ! 
skiff. Cars were also broken open in the yard at Kansas | 
City and plunder was carried away in a wagon. 

As soon as the robberies were discovered, Detective Fur- 
long put several operatives on the case and they at once 
began an investigation, locating themselves at Kansas City. 
They were aided in their efforts by the Kansas City police, 
and on Friday arrested two men named Frank Anderson 
and Albert Manley and recovered 3,500 fine Havana cigars, 
which bad been shipped over the Wabash to a firm in 
Topeka, Kan. These arrests led to the discovery of the fact | 
that the thefts had been committed by aregularly organized 
gang of thieves who had their headquarters in Kansas City, 





Car Thieves Caught. 








TECHNICAL. 


Car Notes. 


The Jones Car Works in Schenectady, N. Y., were offered 
at = sale Nov. 1 by the Receiver, but no bids that 
could be accepted were received. The property is estimated 
to be worth at least $200,000. It was offered at the upset 
price of $85,000, with no takers. The oie had fixed 
the value of the real estate, which is the land, buildings and 
stationary machinery, at $57,000. Added to this was the 
and who sold the goods at two ‘‘ fence ” houses in that city. | personal property, consisting of stock, movable machinery 
On Sunday Detective Furlong went up to Kansas City and | and tools, which were placed at $31,000, making a total of 
gave his personal attention to the case. Yesterday he | $88,000. 

captured 16,000 stolen cigars, 200 pairs of ladies’ shoes,| The Indianapolis Car Works in Indianapolis, Ind., turned 
300 pairs of boots, 50 pairs of slippers, 200 suspenders and | out 279 new + cars in the month of October, an aver- 
a lot of corsets and notions, which had been stolen from | age of 9aday. In September 274 were built. 

Missouri Pacific and Wabash freight cars at various times. The Anniston Car Co. at Anniston, Ala., has a main build- 
He also arrested Julius Boehm and Henry Epstein on a] ing 90 by 300 ft., a passenger car shop 42 by 250 ft. and two 
charge of keeping the ‘fence ” house where some of the | stories higb, and five working sheds each 40 by 200 ft. The 
goods were found. After the arrests 77 hats, which had | shops can turn out five box cars a day, and _ will soon begin 
been stolen from the Missouri Pacific car, were found in| work on a number of passenger cars. Besides cars, the 
one of the houses. There are two others who, it is alleged, | works manufacture sashes, blinds and doors. Mr. E. L. 
are members of the gang, and who will probably be arrested | Tyler is President of the company ; C. T. Watson, Secretary 
and Treasurer ; C. E. Lucas, Superintendent. 





to-day.—St. Louis Republican, Nov. 4. 


Good Discipline. 


A correspondent writes to the London Engineer apropos of 
the ‘“‘ Rocket” and her sister engines: Ihave heard some 
ueer stories told of the early working of the Liverpool & 
anchester, such as that an engineman early one morning was 
going with a s train from Manchester to Liverpool and 


Bridge Notes. 


The Keystone Bridge Co. in Pittsburgh is now construct- 
ing one of the finest iron buildings ever put up in this coun- 
. Itis to be the mining pavilion for the Mexican Gov- 
ernment, which is to exhibit at the World’s Fair in New 
Orleans. It will be built on the Moorish style, octagunal. 








stuck fast on Sutton incline ; he put a good fire on, weight- “ Each side will be 32 feet long, with a dome in the centre. 
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The whole will require about 150 tons of iron, of which a 
great deal is made at the works—especially all the castings, 
which are of the finest kind, representing figures and orna- 
mentations, with painting of many colors. The structure is 
so arranged thatitcan be taken apart, and will be, after 
the exhibition, removed to the City of Mexico, where it is to 
be permanently located. 

Jones & Benner, of Philadelphia, are erecting a highway 
bridge over the canal at Manayunk, Pa., for the Manayunk 
Bridge Co. It will have one span 135 ft. in length. 

The Phoenix Bridge Co. at Phoenixville, Pa., is building a 
new iron bridge over the Scbuylkill River at Pottstown, Pa., 
for highway travel. 

Tbe Union Bridge Co. has taken the contract for the 
superstructure of the new bridge over the Obio at Louis- 
ville, Ky., and work will te begun on it at once. The com- 
pany has its shops at Athens, Pa., and Buffalo, N. Y., busy 
on a number of contracts, including the bridge over the St. 
Croix at Stillwater, Minn., and the new bridge over the 
Arkansas at Little Rock. 


Tron Notes. 


The Syracuse Iron Works at Geddes, N. Y., have gone into 
the hands of a receiver. Judgments to the amount of 
$25,000 have been entered against the compen aud satis- 
fied. The real estate and fixtures will be sold upon the fore- 
closure of a mortgage of $100,000. lt is expected that the 
company will be reorganized and placed upon a sound 
financial basis. 

It is peeves to build a large blast furnace on Neville 
Island, Pittsburgh. Mr. Ralph Bagaley is at the head of the 
project. 

Tne Ashland Iron Co. has been organized to operate on the 
Agogebie range, in Ontonagon County, Micb., on the line of 
the Milwaukee, Lake Shore & Western road. 

Tbe Minnesota Iron Co. at Vermillion Lake will make no 
shipments of iron ore after Nov. 1, and by that date will 
have forwarded 65,000 or 70,000 tons of iron. Miners will 
be kept at work all winter getting out ore for the next sea- 
son. The statement that a new mine (the Lee) had been 
opened for business is not correct. The track into Duluth 
will not be laid this winter.-—-Duluth (Minn.) News. 

The No. 2 Furnace of the Chestnut Hill Iron Ore Co., at 
Columbia, Pa., has been in biast since July 1, making about 
400 tons of neutral foundry pig iron per week. It is 
shipped to customers as fast as made. No stock is on hand, 
and the company has decided to blow in No, 3 Furnace, 
which will make the total output about 600 tons per week. 

Moslem Furnace, at Moslem, Berks County, Pa., was sold 
last week at sheriff’s sale, and bought for $85,000 by Charles 
Pancoast, of Philadelphia. Besides the furnace the sale 
included a farm of 397 acres, with saw-mill and other 
buildings. 

The Crane Iron Co. last week started up its No. 1 Far- 
nace at Catasauqua, Pa., making four stacks now in blast. 


The Rail Market. 


Steel Rails.—The market is quiet with but little new busi- 
ness reported for the week, altnough light rails are in in- 
creasing demand, and many small lots are on the market. 
Quotations continue $28,50(@$29 per ton at mill for standard 
sections, with some concessions for large orders, 

Rail Fastenings.—Spikes are still quoted at 2 cents per 
pound in Pittsburgh ; track-bolts 2.25@2.50 cents, and 
splice-bars 1.65@1.75 cents. 

Old Rails. —Some sales of old iron rails are reported at 
paar per ton at tidewater. No sales of old steel re- 
ported. 


Composite Steel and Iron. 


According to the recently published statements of a master 
car-builder, the union of ordinary machinery steel scray 
with iron scrapin making a pile for forging into bars is ruin- 
ous to the entire work. The bars showed handsomely on the 
surface, but when broken the fracture showed that the metal 
was unsound and not homogeneous; the steel and iron had not 
welded. In some of the bars the flaws were in the form of 
wide cracks, while in others there were seams completely 
ne the two metals; true welding had nowhere taken 
place. 

If this result of experiments is to be received as conclu- 
sive, working mechanics must have been greatly mistaken 
in their estimates of machinery and other low steels, The 
general belief has been that these steels were so scarcely re- 
moved from iron that their union by welding was one of the 
easiest of processes. We find no difficulty in uniting by 
welding the highest cast steel with iron; all our large cut- 
ting implements are so made; and the union of the two is 
not a mere cementing or gluing together, but is a chemical 
combination. It issomewhat singular (if it is true) that low 
steel and iron cannot be thoroughly united under the influ- 
ence of the welding heat and the compressive action of 
making a bar from a fagot. Certainly such a union is pos- 
sible; for in the ordinary scythe there are three equally 
longitudinal strips of iron, low steel and crucible steel, and 
it would be difficult to find cracks or seams in any one of 
the thousands of scythe blades turned out every week from 
the factories of Western Connecticut. The report of the 
master car-builder was probably based upon imperfectly 
recorded experiments,—Scientific American, 


Good Record on a Locomotive. 


Engineers Anson C, Fisher, of Utica, and M. Collard, of Al- 
bany, have a record to be proud of in their handling of loco 
motive No. 567, on the Central road. It is run by a double 
crew that alternates every other day in drawing the first 
Atlantic express east and the accommodation (No. 39) west 
between Syracuse and Albany—300 miles daily—148 miles 
each way and four miles in yards getting to and from the 
trains. Timekeeper Alexander Thompson, of Albany, has 
forwarded to Engineer Fisher the report of the number of 
miles ruu each month within 19 months, 142,008, without a 
dollar being expended for repairs upon the engine beyond 
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New York & New England. 


The report of this company to the Massachusetts Com- 
mission for the year ending Sept. 30 makes no mention of 
any change in mileage. It does nut inciude the leased Nor- 
wich & Worcester, for which a separate report is made. 

The equipment consists of 147 locomotives; 150 passenger, 
2 sleeping and 41 baggage, mail and express cars; 3,500 
freight cars and 8 service cars. 

The balance sheet, condensed, was as follows, as compared 
with that of the previous year : 








1884. 1883. Inc. or Dec. 
eat ck ciisle santas $20,000,000 $20,000,000 Seta koe es 
Funded debt .. ......... 15,801,318 13,792,532 I. $2,008,786 
A eee ee ee 169,493 D. 169,403 
Unfunded debt.......... 2,181,320 1,621,823 I. 559,497 

Total .. . ..........-. $37,982,638 $35,583,758 I. $2,398,880 
Road and equipment... 33,490,647 31,132,060 I. 2,358,587 
Cash aemete... ..... 2s. 818,408 1,437,705 D. 619,297 
Profit and loss.......... eee I. 499,874 
Sundry accounts..... 3,173,709 3,013,993 I. 159,716 

Total... ...... ......, $87,982,638 $35,583,758 1. $2,398,880 


Additions to property accounts last year were: Construc- 
tiov. $776,578; Equipment, $1,344,694; other purposes, 
$396,731; total, $2,518,003. Of the charge for equipment 
the sum of $1,321,786 represents car trust indebtedness on 
equipment (the delivery of which is now completed) deliv- 
ered to the company. This amount is included in the current 
year’s property assets as well as in the funded indebted- 


ness. 
The traffic for the year was as follows : 


1883-84. 1882-83. Ine. or Dec.  P.c. 
Passengers carried. 4,368,090 4,470,331 102,241 2.3 
Passenger-miles.... 54,299,316 53,815,074 I. 484,242 0.9 
Tons freight carried 1,486,531 1,801,360 D. 314,829 17.5 
Ton-miles.......... 138,534,202 153,213,010 D. 14,678,718 9.6 

Av. rate; 

Per passenger-mile.. 2098 cts. 2.060cts. D. 0.052 ct. 2.5 
Per ton-mile........ 1.410 “ 1.380 * I. 0.030 * 2.2 


The average through rate was 1.100 cents per ton-mile. 
The decrease in freight traffic and the increase in the average 
rate are probably due to the abandonment of part of the 
through traffic by the Receiver. 

The earnings for the year were as follows: 

1883-84. 











1882-83. Inc. or Dec. P.c. 
the work that is usual by round-house men and engineers. | P@8sepger dep’t........ $1,240,428 $1,261,786 D. $21,358 1.7 
No. 567 came out of the shop March 5, 1883, and continued | HS ous oy ge sp > HR 
running until Oct. 15, 1884, when she was taken inagain| aaed sh  cnaemeat he 
for a general overhauling. Her record isso creditableto| ‘Total... $3,362,033 $3.571,858 D. $209,825 5.8 
Engineers Fisher and Collard that the distance covered each | £xpenses.............. . 2,941,626 3,186,377 D. 244.751 7.7 
month is given in detail, as follows: —_-—_ —_-- —_—-— 
Net earnings......... $420,407 $385,481 I. $34,926 9.1 
March Gross earn. per mile. . 8,577 9,112 D. 535 «55.8 
April eens c Meenas, ee et v7 te 1 073 983 I. 90 9.1 
wae... OTT 9 Soneet ae Per cent. of exps....... 87.50 89.21 D. a 
pe Bae Expenses include taxes, which amounted to $125,916 last 
Bn en year, and $149,909 in the preceding year. 
pe em ot eivbewed ores The result of the year is given as follows: 
| Te TOG CREBINEE, BE BBOIG 6 o00.0 0 nsns cee: eh scccesceas arise $420,407 
November Rentals of leased lines. ............. .0. sess $88,903 
December EET Es cad cane. cncsed covalpiccbecs 1,008,496 
i ——— 1,097,399 
| ee ee 
: Grand total..... 8. AR BO FOO isis ooo 0 ciees recavene cuvendtiossl hi $676,992 
RL AS OLS 55 Se 142,008 | surplus, Oct. 1, 1883.00... 177118 
Within 19 months ber enya Fisher and Collard have rt, tig at hide ie! — 
traveled on No. 567 over Central tracks a distance equal Deficit, Sept. 3C, 1884.................. causiasne ask $499,874 
to over 53-5 times around the globe without the company | The deficit for the previous year was $631,605. The road 
being called upon to pay out a cent for —. Who can | is now in the hands of a receiver. Arrangements are pend, 
at this resord?—Utiea (N. Y,) Herald, Nov, 3, ~  — «ing for the settlement of the floating debt by the issne of 


second-mortgage bonds and preferred stock, It is evident, 
however, that the debt must be decreased, or the net earn- 
ings largely increased, to put the company ou a firm basis. 





Pennsylvania Company. 


A condensed statement of the result on all lines worked 
mane by this company (1,361 miles) last year is as fol- 
ows: 

























Profit or 
Earnings. Net. earn. Rental, etc. loss. 

Pitts., Ft. Wayne & Chi.$10,844.:68 $3,626,z21 $2.9€5,073 P. $661,746 
New Castle & B. V....... 406,472 257,3: 162,588 P. 838,751 
Lawrence........ ... .... 257,110 = 135,558 102,44 P. 32047 
Massillon & Cleveland .. 4,984 *2,4 20,000 L. 22.49) 
All., Niles & Ashtabula. 51,096 14,163 4,831 P. 9.332 
Erie & Pittsburgh... ... 6 1,033 138,661 32 L 260,671 
pO, eee 26,566 5,827 20 P. 2°07 
Northwestern Ohbio.... . 285,275 *46,778 L. 77,625 
Ashtabula & Pitts....... 447,087 — 192,207 P, 163,852 
Cleveland & Pitts.... .. 3,189,551 1,606,881 i 343,858 
Jeff., Mad. &Ind'upolis. 1,426,893 350,744 bg 35 Tid 
ind. & Vincennes......-.. $14,628 *11,082 L. 221,870 
ns thc ade apaneawnt $17,755,008 $6,260,634 $5,190,171 ¥. $1,070,468 





* Deficit 


The Union Line earned for the year $550,813; the ex- 
penses were $348,543; leaving $202,270 net earnings for 
the year. 

The lease of the Meadville road ended with the year, 
being terminated by the sale of the road under foreclosure. 

The traffic of all the lines worked directly, 1,361 miles, 
was as follows: 


1883. 1882. Ine. or Dee. P.c. 
Passengers carried. 6,384.849 6,169,585 1. 215,264 34 
Passenger-miles ..  186,253.799 195.329,921 D. 9,076,122 4.7 
Tons freight moved 9,673,494 9,470,693 I. 202,801 2.1 
Ton-miles......... 1,394,051,213 1,418,524,749 D. 24,473,536 1.7 


The average passenger journey and the average freight 
haul show a decrease. The Massillon & Cleveland, 12 
miles, is not included in the figures, although its tonnage 1s 
given above. 

The earnings and expenses per unit of traffic were, in 
cents: 


Per pass.-mile. -Per ton-mile.-- 


Miles. Earn. Exps. Net. Earn, Exps. Net. 
Pitts. Ft. Wayne 

& Chi.. .... . 468 2.19 1,31 0.88 O79 0.55 0.24 
New Castle & B. 

V i Si hearth 15 3.04 87 1.17 1.63 Of8 105 
Lawrence. . -. @ C672 325 0.53 1.16 0.49 0.67 
All, Miles& Ash. 274% 2.80 4.13 £1.33 0.83 0.47 0.36 
Erie & Pitts . 10) 267 1.95 0.72 #103 += 0.88 0.15 
Meadville... 20% 2.49 1.72 0.77 «2.81 348 *067 
Cleve. & Pitts... 225 246 1.68 0.78 «1.05 0.59 0.46 
Ash. & Pitts. 62 2.62 3.04 042 0.97 0.53 0.44 
MW; mee... 86 2.51 318 *0.67 O.88 41.21 *0.33 
Jeff. Med. & Ind. 204 2.39 2.23 0.16 1,50 1.90 *0.40 
Ind. & Vin 117 2.70 3.54 *084 1,60 1453 0.97 

“Loss 


Generally spea king, there was a decrease in through and 
an increase in local traffic, with a slight improvement in 
the rates received. 

The income statement is as follows, condensed : 

Net earnings Union Line Bureau........ : $202,270 
Rent, Monongahela extension...............6.6055 50,000 
OGG, DONE GUIINB ic ccvcc se sitesaccdcvcecce: pevesseceene 57,426 
Rents, CQUIPMENt. oe e eee cee cere cescesceroeesecs 156,530 
Profit on leased lines, as above ............ c.ce ee vee 
Interest and dividends received..................e0e0 00s 


583,307 


Total revenue............. «ss. $2,175,837 





Expenses proprietary department. . $120, 119 
Interest on bonds............ erddbess esnneeus 673,466 
Losses on leased lines as above..... .........- 504,431 
CRG BATRMGSB. 0 cncccccccssce cscescesces eves 4,992 
Dividend, 4 per cent..........-.-.-+2eeee- +++. 800,000 
——._2,,103.008 
Surplus for the year . .....ccee eee ce cece wees $72,829 
WE GE GI DODOUING. «5 5555 sac cceess soessi svi souces 191,307 
RR eT eC LCT ET ee ee wee $264,136 
Carried to reserve account, sinking funds of leased line., 206,021 
0 rn ee on err rT ery ren $58,115 


5,160,485 


Profit and loss, balance to 1884.............. .... $5,218,600 

On the lines directly operated by the company there were 
laid during the year 12,708 tons of new steel rails. 

There were issued during the year $2,500,000 of the 414 
per cent. bonds, making the total issue $12,500,000. By the 
sinking fund $231,000 of these bonds bad been redeemed, 
leaving $12,269,000 outstanding. Of the bonds secured by 
Pittsburgh, Fort Wayre & Chicago stock as collateral 
$630,000 have been redeemed, leaving $2,570,000 outstand- 
ing. 

Traffic as interrupted and expenses were increased during 
the early part of the year by heavy freshets and ice gorges, 
extending over a large part of the company’s lines, 





Eastern. 





The report of this company to the Massachusetts Railroad 
Commission for the year ending Sept. 30 last shows that the 
mileage worked remains 285 miles. The number of em- 
pos was 2,494, a decrease of 16. 





he general balance sheet is as follows: 
ee A eer errr 
eee eee 13,627,321 
Unexpended.. ..... ..... + ones oe 1,231,835 
PPR eu sicccevesass ec Sevedsaresos en 172,795 
NE 35s dan «<0 Saesidewscbadd <becgniahanaden . $20,029,552 
Permanent investment...............++5. $19,181,921 
SN Fees. bacelenpad ssi: descsas wéeboun 159,227 
NR cs aks phases 1 neeeweies 2,165 
Due from agents, etc..... ... 6 --e+seee 164,271 
Materials and supplies............ ...... 385,179 
Sinking fund, trustees... .. ............. 122,513 
I IIIB u.05 G05 000d. ween seaneense 14,285 
—_ — 20,029,552 





The principal change during the year is the disappearance 
of the large balance charged to debit of profit and loss, and 
a corresponding increase in the amount of permanent in- 
vestment; this is due to the fact that the action of the di- 


rectors several years since greatly reduced the valuation to 
show that the property was not sufficient to meet the bonded 
debt of the company. The present board of directors has 
reversed this action. 

The traffic for the year was as follows: 

1883-84. 1882-83. Inc. or Dec. P.c. 

Train miles,.......... 2,730,376 2,671,969 58,407 2.2 
Passengers carried. . 7,905,853 7,657,296 I. 248,557 3.2 
Passenger-miles......108,497.755 100,055,605 I. 8,422,150 8.4 
Tons freight carried., 1,316,702 1,368,532 D. 51,830 3.7 
 a6054 encpes 77,659,654 75,641,226 I. 2,018,428 2.7 

Av. rate: 


Per pass.-mile........ 1.723 cts, 1.822 cts. D. 0.099 ct. 5.5 
Perton-mile.......... 1.805, “ 2o53.° DD. Gas ™ . 
r 

The 


On this road we have the very unusual case of a rate 
ton-mile greater than the rate per passenger-mile. 

passenger rate is low because of the large commutation and 
suburban travel carried at very low fares, 
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The earnings for the year were as follows : 





1883-84. 1882-83. Inc. or Dec. P.c. 

Earvings...... .....$3,571,843 .584,5 D. $12,663 0.4 

Expenses............ 2,307,836 2,310,831 OD. 2,995 0.1 

Net earnings ..... $1,264,007 $1,273,675 D. $9,668 0.7 

Gross earn. per mile. 12,533 12.577 D. 44 0.4 

Net earn. per mile.. 4,435 4,469 D. 34 0.7 
Per cent. of exps...: 64.61 64.57 i. 0.04 . 


The changes in earnings and expenses were very slight. 
The decrease in rates was sufficient to offset the consider- 
able increase in traffic over the previous year. 

The result of the year was as follows : 





Wet COrmings, AB QDOTE. ... 600 ccccvcaesceccsevessonccses $1,264,007 
pO “ae sadawhon the idee $218,330 
i iice sevens made axe onesieceansee teh couse 855,555 

—-—_ 1,073,885 

Surplus for the YeEar......ccc-cccccccccce so: cece $190,122 


During the past year $69,000 was expended for new equip- 
ment and charged to cperating expenses, while of the sur- 
plus cf $190,122 a total of $168,000 has been used for new 
equipment and a warehouse at East Boston. 

There were 3 passengers killed and 11 burt; 4 employés 
killed and 9 injured; 26 other persons killed and 17 burt; a 
sete of 33 persons killed and 37 injured on the road during 
the year. 


Lake Erie & Western. 


This company owns a line from Sandusky, O., to Bloom- 
ington, Ll., 377 miles, with a branch from St. Mary, O., to 
Minster, 10 miles, 387 milesin all. There are 47 miles of 
sidings. Of the main track 107 miles are laid with steel. 
The report is for the year ending June 30 last. 

The equipment consists of 583 locomotives; 19 passenger, 3 
chair and 13 baggage, mailand express cars; 1,585 box, 128 
stock, 252 flat, 137 coal and 25 caboose cars; 1 business car 
and 6 service cars; 89 hand cars. 

The general account is as follows, condensed: 














acs casdtee 2ock cass -<annaearaee nanan ‘ ... $7,720,000 

Ree se . 7,872,000 

Bills, accounts and balances....... 911,448 

Earnings applied to improvements.............. 210,847 
Pe rT ee a stibslenisen gee nace’ $16,714,295 

Road and equipment..... .........eecesees $16,138,916 

NI o04sdanss So 20 near Deabeaseteube 24,676 

Income account, debit balance............ 468,037 

Accounts and balances.............0. «+ 24,115 

REIN scinc <u) Rian niens: \.0 s0-a4nae peel emeh cian 58.557 





$16,714,295 

The funded debt includes $1,815,000 Lake Erie & Western 
first-mortgage and $1,485,000 income bonds; $2,500,000 
LaFayette, Bloomington & Muncie first-mortgage and 
$1,000,000 income bonds; $327,000 Sandusky Extension 
first-mortgage and $580,090 income bonds; $165,000 rolling 
stock certificates. 

The earnings for the year were as follows : 














1883-84. 1882-83. Inc. or Dec. P.c. 

ee $815,037 $1,023,032 D. $207,995 20.3 
Passengers............. 308,032 8,532 D. 40,500 116 
a Seer re 141,124 131,960 I. 9,164 6.9 
i, eee $1,264,393 $1,503,524 D. $239,331 15.9 
Expenses.............. 965,250 1,429,525 D. 464,275 32.5 
Net earnings.......... 298,943 $73,999 I. $224,944 304.0 
Gross earn. per mile... 3,267 3,885 D. 618 15.9 
Net #5 ES 772 191 I. 581 304.0 
Per cent. of exps...... 76.35 95.07 D. BOGS acs 


The loss in freight earnings was due entirely to loss of 
traffic, the average rate showing an increase. The loss was 
in both through and local business. 

The result of the year was as follows: 





Wek earth ORONO. 6555s isnknccocscosanpnstdsencheasss $298,943 
Interest on first-mortgage bonds................ $278,520 
Equipment payments and interest on loans.... 104,802 
Improvements and new equipment... ...... -.. 89,180 

—-— 422,502 

el Gar Ge WORE. sic ce ick cds bnacecdc.sosesnnacan $123,559 

DOR HRTRMO, GUT Ty DOB si sinein id csin caste eeelcas dover 344,478 

Debit balance, June 30, 1884 ....................... $468,037 


The decrease in both freight and passenger earnings is 
mainly due to failure of crops on the line of the road result- 
ing in light shipments and also in the general depression of 
business. While the earnings decreased, however, the opera, 
ting expenses were largely reduced, leaving the property 
in good condition. During the year 21.66 miles were laid 
with new steel rails, and 135,000 new ties were used in re- 
newals. There were 56 miles of new fence built along the 
line. There were purchased under a car trust agreement 
490 box cars with a capacity of 20 tons each. These were 
used to replace a number of box cars which had been leased 
from ths United States Rolling Stock Co. The total cost of 
these cars was $225,000, of which $25,000 was paid down 
and the balance will be paid in 10 annual installments of 
$20,000 each, with 7 per cent. interest. A considerable sav- 
ing has been effected in the locomotive expenses by the use 
of coal from the Bloomington mines. 

The Vice-President strongly urges the importance of ex- 
tending the line from Bloomington to Peoria, a distance of 
about 45 miles, which will, he believes, secure to the road a 
large increase of business, much more than sufficient to pay 
the interest on the cust of the extension. A survey has been 
made and a line found with easy grades which, at present 
prices of material and lumber, can be very cheaply built. 





Central Railroad & Banking Co., of Georgia. 


The following statements are from advance sheets of 
President Raoul’s report for the fiscal year ending Aug. 31 


last. The lines worked during the year were as follows : 
Central Railroad: a«.». Miles. 
Savannah, Gia., to MACON..........05+-ceeceecesceeereee © oe 192.0 


Ce: By NII «oo. 0.0:0:0.4:0'4558:05 600800200). 6 rsa reeeenbeioas 39.0 











Augusta Branch, Millen to Augusta ............-:..eeeeeeeee 53.0 

etal Mare TRUM ics. coc ccc cccscnccs cosectccee 284.0 

Atlanta Division, Macon to Atlanta. ........... 0 esses eees -10%.5 

Dobdl Cemteds Wi Bivee ise Ses ORGS ES Seas 386.5 

Southwescern Railroad: 

Macon, Ga., to Eufaula, Ala.................... PA ae 143.0 
Muscogee Branch, Fort Valley, Ga., to Columbus 1.0 
Fort Gaines Branch, Cuthbert to Fort Gaines... ..... 0.0 
Albany Branch, Smithville to Albany ....... ... ..... 23.5 
Blakely Extension, Albany to Blakely....... RR Ser ae = 50.0 
Perry Branch, Fort Valley to Perry.... .............. 12.5 

320.0 

Tintenle B Chamba B. Beco: cesacscess. c000060es000s0cee0es 00 20.0 


ee fe eee ey ee eee 80. 
_ Columbus & Western, Columbus, Ga., to Goodwater, Ala... 





The company also owns the Savannab, Griffin & North 
Alabama road, 63 miles; one-half interest in the Western 
of Alabama, 138 miles; one-half interest in the Port Royal 
& Augusta, 112 miles; any | Aimee , tae ge inthe Mobile & 
Girard, 84 miles, and the Upson County road, 16}¢ miles, 
These roads do not appear in the report. 

The company wholly owns the Ocean Steamship Co., 
whose lines run between Sayannah and New York, and 





b Centon Railroad Bank, which is organized under its 
charter. 

Of the road worked, as stated above, the company owns 
directly the line from Savannah to Macon and the Atlanta 
Division, 294.5 miles. The Eatonton Branch, the Augusta 
Branch (Augusta & Savannah road) and the Southwestern 
road are leased. The company owns the chief interest in the 
Southwestern road, and its bonds are issued under a joint 
mortgage covering that road as well as its own. 

The company holds one-half interest in the lease of the 
Georgia Railroad, 443 miles; the other half being owned by 
the Louisville & Nashville Co. 

The earnings of the railroad property of the company are 
given below: 

















Gross earnings; 1883-84. 1882-83. Inc. or Dec. P.c. 
on | k eae $3,213,775 $3,589,640 D. $375,865 10.7 
Col. & Western...... 176,315 176,370 D. 5 cade 
Mont. & Eufaula..... 299,471 336,809 D. 37,338 11.1 
Eufaula & Clayton.... 24,327 24,217 IL. 110 04 

Total earnings...... $3.713,888 $4,127,036 D. $413,148 10.0 

Kxpenses ; 

Central R.R.... .... .$2,206,303 $2,321,514 D. $115,211 4.9 
Col. & Western ....... 114,238 114,506 D, 268 0.2 
Mont. & Eufaula...... 208,708 192,998 I. 15,710 82 
Eufaula & Clayton ... 15,590 17,912 D 2,322 12.9 

Total expenses...... $2,544,839 $2,646,930 D. $102,091 32.8 

Net earnings: 

Central. B.R .....0.... $1,007,472 $1,268,126 D. $260,654 20.5 
Col. & Western....... 62.077 61, I. 213 «0.3 
Mont, & Eufaula...... 90,763 142.811 D 53,048 36.8 
Eufaula & Clayton ... 8,737 6305 I. 2,432 38.6 

SL ee ee $1,169,049 $1,480,106 D. $311,057 21.0 


The large decrease in both gross and net earnings is ex- 
plained in the President’s report given below. 

Fae earnings of the Central Railroad were made up as 
follows: 








Earnings. Expenses. Net earnings. 

Savannah Division...... $1,737,426 $1,061,916 $675,510 
Atlanta Div ............. 559,9' 422.4 9 137,470 
southwestern R. R.... .. 916,440 721,948 194,492 
WOR. cn cscvnes G06 0508 $3,213,775 $2,206.303 $1,007,472 


The loss was chiefly on the Savannah Division and the 
Southwestern road, the latter especially showing a large 
loss in net earnings. The Atlanta Division had but a small 
loss in gross and a gain in net earnings. 

The earnings per mile and the proportion of earnings to 
expenses were as follows: 











Gross Net Per cent. 

earn. perm. earn. perm. of exps. 
1884. 1883. 1884. 1883. 1884. 1883. 
Savannah Div....... $6,118 $6,988 $2,378 $2,898 61.12 58.53 
Atlanta Div......... 5,463 6,596 1,341 984 75.43 82.43 
OO) 2,864 3,223 608 1,076 78.78 66.61 
Totai Central R.R.$4,549 $5,053 $1,426 $1,795 68.65 64.67 
Col. & Western..... 1,981 1,982 697 695 64.79 6456 
Mont. & Euf........ 3,743 4,210 1,135 1,798 6969 57.30 
Euf & Clayton...... 1,216 =1,211 437 315 64.08 74.02 
Whole line........ $4,149 $4,609 $1,305 $1,653 68.52 64.14 


The increased proportion of expenses was in part due to 
the general prevalence of lower rates on business. 

The earnings of the company outside its railroad property 
were as follows: 




















Earnings. Expenses. Net earn. 

Ocean Steamship Co.... $771,483 284,494 x 
Central R. R. Bank..... 173,711 22,122 151,589 
shoe casedbesebans $945,194 $306,616 $638,578 
Total railroad........... 3,713,888 2,544,839 1,169,049 
ies tcks a sisteiaves $4.659,082 $2,851,455 $1,807,627 
Total, 1882-83 .. 4,977,807 2,950,116 2,027,6¥1 
DOCTOR s «.ccco0s cox sen $218,725 $98,661 $220,064 
Per cent. of decrease... 6.4 3.3 10.9 


Income received from investments is included in the earn- 
ings of the Bank department, as given above. 

The net results of the several lines are given as follows, 
the Central Railroad including the Bank earnings : 


Net earn. es Sur. or def. 





Charges. 
Se ae $1,159,061 $1,070,541 8. 610 
Col. & Western... ..... .. 62,077 63,820 D. 1,743 
Mont. & Eufaula............ 90,763 105,000 D. 14,237 
Eufaula & Clayton.... .. . CS een " 8,737 
Ocean Steamship Co... .... 486,989 159,220 8S. 327,769 
a een $1,807,627 $1,398,491 S. $409,136 


From this statement it will be seen that nearly all of the 
surplus over fixed charges was derived from the steamship 
lines. This surplus was equivalent to 5.45 per cent. on the 
stock. 

The income account was as follows: 


Net earnings, as above $1,807,627 





Surplus, Sept. 1, 1883............ sees 45,175 
Total to be accounted for.............s.20eeeeeeee $1,852,802 
Rentals of leased lines .............-.+se0e+-++ $444.45 
Feberest OR COMB. 065 v2 56s seccccceveveecescss 563,040 
wa certificates of indebtedness. ..... 276,000 
Sinking fund payments...............++eese+- 115,000 
Dividends, 6 per cent .........0. 662 cee scenes 450,000 
——-- 1,848,491 


Surplus, Aug. 31, 1884................. $4,311 


President Raoul’s report says: ‘* As will be seen from the 
foregoing statements, the aggregate earnings from your 
property have suffered a very large decrease, as compared 
with the receipts of the previous year, and are less than 
might reasonably be assumed as its average earning power. 
The chief cause of this is the short yield of cotton in the 
sections tributary to your roads, and to some extent to 
increased competition. But on the lines within the state 
of Georgia the largest falling off has occurred, and this 
is in part due to reductions of rates effected under 
the operation of the state commission law. The 
reduction during the past year in our revenue from this 
cause have been light as compared with the average reduc- 
tion of previous years, since the establishment of the com- 
mission, yet these, coupled with the low rates enforced upon 
the road previously, entail upon you an unfair proportion 
of the loss of profit, which must be borne by the business 
interests of the country during the periods of depressed 


trade. 

‘The first reduction in rates by the Railroad Commission 
was put into effect just after the reaction in business that 
followed the long stagnation, brought about by the financial 
crisis of 1873. The constant increase in the business of the 


0| country year by year, since that time, has heretofore com- 


pensated for the annual reduction in rates that has followed, 
and in many cases this growth of business has been active 
enough to increase the earnings of some of the roads, not- 
withstanding the low rates at which they were required to 
work, and has produced the impression upon many that the 
management of the railway traffic by the state has caused 
the improvement. . 

** Jt must be evident to all that the policy of establishing 
a standard of rate charges on the is of meagre returns to 
the capital invested in the Seuiegeetndion business of the 
country during periods of prosperity, will be inadequate to 


39 | by the increased earnings in the early part of the year. 





properly sustain the roads in years of light traffic. Any 
at age depression in business will, under this policy, 
leave the railway companies of the state a choice between 
depriving the owners of dividends, or withholding from the 
property expenditures necessary to maintain its physical 
safety and contribute to needed facilities, if indeed, t in- 
volves no greater calamity. It isa policy that prevents the 
owners of railway property from sharing with all the com- 
mercial world the fruits of prosperous trade, and thereby 
ee of the power of accumulating reserves to pro- 
vide against the hazards to which railway investments are 
especially subjected. 

“‘ Every possible effort has been made to offset —- 
falling off in gross earnings by rigid economy in every de- 
partment of the company’s service, even to the extent of 
deferring expenditures upon needed improvements, and for 
the enlargement of its equipment, but not yet to the extent 
of permitting any deterioration in the physical condition of 
any property belonging to the company. To this policy, 
and the successful operation of your steamships, is mainly 
due whatever good results have been attained. 

“ The gross earnings of the Central and Southwestern 
railroads have decreased, as compared with the year pre- 
vious, $375,864. The expenses for the same time have de- 
Phy $115,209, making a decrease in the net revenue of 
“The statement was made in the last annual report that 
the combined earnings of these two roads yielded only 
about 414 per cent. on the capital stock of both, after pay- 
ing the fixed charges. Applying the same comparison to 
the revenues of this season, the earnings upon the combined 
capital stock of these roads have been less than 21¢ per cent. 

“‘ By reference to the table of fixed charges, it will be seen 
that the earnings of your road and its leased lines in Georgia, 
including those from the bank and investments, yield only 
a surplus of $88,611, after paying rentals and other fixed 
cbarges, equivalent to a dividend upon its capital stock of 
about 1.18 per cent. 

‘*“The Columbus & Western Railway has suffered less 
reduction in revenue than any of the roads included in the 
preceding statements, with the exception of the Eufaula & 
Clayton. This, taken in connection with its previous annual 
improvement in earnings, indicates a gradual development 
of the business of that section; otherwise, the loss on 
account of the short cotton crop, which it shared with the 
other roads, would have put upon it a greater falling off in 
revenue, 

“ Tne falling off in gross earnings on the Montgomery & 
Eufaula is due to the short yield of cotton, and a diversion 
to the Pensacola route of much of the business it has here- 
tofore enjoyed from the Louisville & Nashville Railroad into 
Florida. The ordinary operating expenses of the road have 
in reality been somewhzrt reduced, and the apparent increase 
is the result of a larger but necessary purchase of steel rails 
and a considerable expense in providing the joint terminal 
facilities for the use of this road and the Western Railway 
of Alabama at aatynanecs, completed last year, but a 
large part of the payment fell in the early part of this year. 

‘The result of the operations of the Ocean Steamship Co. 
has been satisfactory, and, as last year, it becomes the chief 
contributor to the fund from which the dividends upon your 
stock is paid. 

“The Georgia Railroad, for its fiscal year ending March 
81, 1884, failed to earn its rental by $7,772. This does not 
bear out the hope expressed in the last report, encouraged 
he 
last part of its fiscal year included the whole of the short 
cotton crop season, and in addition the road suffered con- 
siderable loss in the reduction of its rates by the railroad 
commission, 

‘The net earnings of the Western Railway of Alabama, 
and the Port Royal & Augusta Railway, in South Carolina, 
have each been slightly increased over last year. 

‘The net earnings of the Upson County Railroad have 
been $4,572, which, added to the balance at its credit at the 
close of the year previous, $712, leaves a balance to the 
credit of that company of $5,285. This sum has been al- 
lowed to accumulate for the purpose of providing rails for 
needed renewals of portions of its track during the coming 

ear. 

ace The floating debt of your company at the date of the 
last annual report was $650,000. It will be seen by the bal- 
ance sheet that it is now $937,768. This is offset by the 
excess of bills receivable held this year over last, amount- 
ing to $232,389, and by the item ‘ new rails’ carried on our 
books as an asset amounting to $178,696. The first item 
represents money borrowed during the financial troubles of 
last spring for the purpose of co-operating with the banks of 
this city to afford a much needed relief to our business men 
at a time when the stringency of the money market seemed 
to threaten serious damage to the commerce of the city and 
thereby to the business of the road. These loans went far to 
accomplish the desired purpose and can now be called in 
time to meet our own maturing obligations, given to pro- 
vide means for making them. 

“ During the year your board deemed it advisable to con- 
tract for a large quantity of steel rails, and distribute the 
payment over the expenses of three years. The proportion 
of these rails, fairly chargeable to the expenses of this year 
(about one-third of the lot), was paid for in cash and enters 
into the expense account of this year. The balance of those 
delivered were paid for by the notes of the compeny, and 
are carried on the books as a credit to be charged off to the 
expenses of the next two years, in order to avoid burdeving 
one year with an undue proportion of improvements of this 
kind. Therefore these two items may fairly be deducted to 
arrive at the actual debt, against which we have no availa- 
ble credit created within the year’s operations, thus reducing 
it to $526,682. This reduction is effected through the sale 
of some of the securities referred to in last report us being in 
reserve for this purpose. 

‘*The annual purchase of steel rails has heretofore been 
sufficient to keep apace with the deterioration of the iron 
rails in the main lines, and left us without second-hand rails 
with which to renew your many branch roads of light traf- 
fic. The rail with which these branch roads are laid is of 
light section and very old, and the renewal of much of it 
cannot be longer delayed. It was with a view to accom- 
plish the improvement in these branches, and to aid others 
that are being built by independent companies, and to avail 
ourselves of what was believed to be the lowest probable 
price at which steel rails would be sold, that the contract 
was made for this extra large quantity, which anticipates 
the actual necessities of the main line about three years. 

** As above explained, they were purchased on such terms 
as to divide the payments for them proportionately over the 
three years, the same as if they had been purchased year by 
year, as accurately required for the main line, and at the 
same time secure at once a much better track for the heavier 
and faster trains now passing over the road, and provide a 
very economical method of improving your branch roads. 
The entire track between Savannah and Atlanta is now laid 
in steel, and is otherwise in excellent condition. 

“To meet the exigencies of new methods of conducting 
the business of transportation, and to: better protect our 
business against competition, apparently becoming more 
active each year, two cotton compressors have been 
—one at Columbus, Ga,, and one at Eufaula, Alabama,” ~ 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons.connected with this paper are forbid 
den to ask for s under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired, Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and Cy spore annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
unins, but it ig useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 








CONTINUOUS BRAKES FOR FREICHT TRAINS. 


Several of our esteemed contemporaries have oc- 
cupied themselves with the consideration of the var- 
ious functions which a freight train brake must fulfill 
in order to be successful, and have specified a long 
list of semi-impossibilities, as if to strike terror to the 
hearts of inventors, and asif the present method of 
braking were so nearly perfect that nothing short of 
absolute perfection could at all enter into competition 
with it. Ithas occurred to us that it may be worth 
while to consider some of the useful ends which would 
be accomplished by the use of a continuous brake, 
which might yet be quite imperfect, if measured by 
the demands of some of the perfectionists. 

The first purpose of a brake is to stop the train as 
quickly as may be after the occasion for doing so has 
arisen. There are brakes already invented and used 
which will accomplish this. 

The second purpose of a brake is to enable the en- 
gineer to apply a moderate retarding force upon steep 
grades, so as to prevent a too rapid descent of them ; 
this can be done very acceptably in the present state 
of the art. 

The third purpose which a brake must serve (and do 
it very promptly, too, and frequently, with our pres- 
ent methods of coupling freight cars) is to stop the de- 
tached portions of a train which has broken into two 
or more parts, so as to prevent them from coming 
into disastrous collision. This result can also be se- 
cured. 

Now if it can accomplish these three things, even if 
it is not that wonderful combination of instinct and 
foreknowledge which has been conceived by some im- 
practicable persons, the brake will serve a very much 
better purpose than our present hand brakes. If such 
a brake is applied to a freight train, it will render the 
train at once more manageable; it may safely be made 
a longer train than before, or the same train may safely 
be run faster than before. Precisely as we have been 
able to combine speed with safety in a passenger train, 
from having furnished a powerful continuous brake in 
readiness to be applied instantly to all its wheels, so 
shall we be able to arrive at the same result with 
freight trains. 

But the fact is, what is really demanded of the con- 
tinuous brake is not simply that it shall do all this 
good work, but that it shall do it for almost nothing ; 
that is to say, the appliances by which the work is to 
be done must not cost much. If this had been insisted 
upon in the case of passenger trains, we might still be 
using a wooden wedge dropped between the frame 
and the wheel, which was the primitive brake used to 
control the speed of the passenger cars on the Mohawk 
& Hudson Railroad. 

Since cost and value returned must and should be 
carefully reckoned in calculating the value of the con- 
tinuous brake, we ought to give due weight to all the 
benefits which may be realized from its use, in addi- 
tion to those resulting directly from amore efficient 
control of the trains, which is its first object. 





One of these benefits is that the brakemen need no 
longer be exposed to the dangers of riding upon and 
running along the tops of the trains ; they may ride 
in the caboose and in the cab of the engine ; they will 
be needed only for switching at stations and for flag- 
ging, in case of detentions to the trains. Many val- 
uable lives, now lost by their great exposure to storms 
and to accidents, in consequence of the present neces- 
sity of moving about on the decks of freight cars, will 
be saved. There are probably no accessible returns to 
show how many are killed and injured by falling from 
trains, nor how many by being jammed between cars 
while trying to stop trains to avoid collisions; yet the 
number so sacrificed annually is known to be large. 
It is probable that by making the life of a brakeman 
one of less hardship and of less desperate exposure to 
danger, the class may be improved up toa better 
standard of character, which most railroad men agree 
is desirable. 

If the brakemen were to be withdrawn from the 
decks of the trains, as they can be, a great reduction 
would thereby be effected in the cost of the con- 
struction of overhead crossings for streets and high- 
ways, and also in the expense and difficulty of avoid- 
ing all grade crossings of railroads by each other ; for 
one-third or more of the head-room now required over 
railroads is for the brakemen. 

This one-third in height is the more costly portion, 
as will be apparent at once to engineers and to others, 
upon a little reflection. 

The bases of embankments and of structures of 
masonry increase in proportion to their depth, so that 
reducing the height of them from 18 ft. to only 12 ft., 
the cost is reduced about one-half. It is obvious, too, 
that we reduce the grade to be surmounted, or shorten 
by about one-third the length of its plane. 

This calculation, applied to all the tunnels, overhead 
bridges and arches which have been built, up to this 
time, will give as a result the cost of not having had 
continuous brakes, and therefore of having been com- 
pelled to provide room for the upright brakeman on 
top of our freight trains. And in the future, the rapid 
growth of the population, the greater number of trains 
and their increasing rate of speed are likely to compel 
the railroads in this country to build over or under 
crossings for all highways of importance, and to dis- 
continue almost all grade crossings of one railroad by 
another, as those influences have done in other thickly- 
peopled countries ; so that the advantage to be gained 
from the building of low bridges and embankments 
instead of higher ones will be continually increasing 
as these changes become necessary. 

The idea that brakemen need not ride on the tops of 
the trains will seem revolutionary to many conserva- 
tive Americans ; but the surprise of an Englishman or 
Frenchman at seeing them there is greater than his, 
for there is no such exposure of the men in their 
countries. Somebody will say that the brakemen 
must be allowed to go over the tops of the cars while 
switching in the yards; but by placing the brake- 
wheels between the cars, as isnow done on some roads, 
because they have not head room everywhere, this 
exposure of the brakemen may be avoided. 

The successful application of continuous brakes 
calls for very few changes in the present design of 
cars. The brakes should be attached to the trucks in 
such a way as always to apply themselves to the 
wheel at the same level, which is a desirable thing in 
any mode of braking ; and the couplings between the 
cars should have less slack than they now have with 
the link and pin, which is also a desirable condition to 
attain to, for the sake of the framing of the cars. It is 
admitted, we believe, by car-builders, that with the pres- 
ent loads in the cars, in the long trains drawn by recent 
locomotives, the old-fashioned draught contrivances 
are quite insufficient. Believing, as we do, that a con- 
tinuous brake on our freight trains is a pressing need, 
which can now be supplied, and which will more than 
pay its way in the various advantages which it will 
afford, as we have endeavored to point out, we think 
it our duty to advise all engaged in the designing and 
building of cars that its adoption is sure to come, and 
that they should prepare for its coming. 

We know that there is a feeling on the part of many 
railroad men that a power brake would be of no use 
upon any road until it had been attached to all its 
freight cars, and to all the cars of other roads which 
would pass over it; yet we think them mistaken, for 
if only ten or even six cars of any train next to the 
engine were to be instantly controllable with all the 
power of a first-rate brake, they would be of more 
use in handling a train than two brakemen, who must 
first hear the signals, and then run along the roofs of 
the cars to apply the hand brakes. The most impor- 
tant trains to be thus controlled are the stock trains; if 
equipped with a good brake they might be run 
through from Chicago to New York in about the time 





that is now required to reach Pittsburgh or Buffalo, 
with more comfort to the animals and without un- 
loading at those cities. Next in importance are the 
trains of dispatch freights, such as dressed meats, 
butter and eggs, all of which might safely be run at 
least one-half faster than at present, if equipped with 
good brakes. 

Railroad men are yet somewhat under the influence 
of the idea that ten miles per hour is the only correct 
rate of speed for freight trains - an idea which had much 
justification in the old days when there was no splice 
in the rails, and when the wheels felt a plunge and a 
blow at each joint that it passed over; but, happily, 
this condition of things no longer exists, the effect of 
increased speed upon the wear and tear of road and 
equipment is very little upon a good track, so that 
the extra cost of quicker time is a reduction in the 
number of cars hauled, and an increased consumption 
of fuel, to be balanced in part by a saving in the time 
of the rolling stock and, perhaps, by some saving in 
the pay of the train crews. 








Northwestern Grain Receipts in October. 


The receipts of grain at the Northwestern markets 
in October were even larger than in September, and 
among the largest there have ever been in a single 
month. For the five weeks ending Nov. 1 this year 
and the corresponding weeks of previous years they 
have been, for the last 12 years : 








| Year. Bushels. 

; 1879... .............-37,960,885 

ER eae 26.286,610 | 1883... LIN 33'854.335 
1878 ‘26,609,289 | 1884... *” 111 3138'349'639 


Thus the receipts this year were larger than in any 
other except 1880, which is the more remarkable be- 
cause receipts of corn have been very small this year, 
and because there has been a very large increase in 
flour receipts over 1880. Notwithstanding the light 
earnings of many of the grain road: in the Northwest, 
it is evident that there has been an exceptionally heavy 
grain traffic. That it has not swelled th: ir earnings as 
it did in 1879 and 1880 is due chiefly to the fact that 
there are so many more of them. That their earnings 
in many instances were smaller than last year, when 
the grain movement was nearly an eighth less than 
this year, is due to the bad condition of other busi- 
ness. ] 

The gain in receipts over last year in October. was 
largely at the three Lake Erie ports (Detroit, Toledo, 
and Cleveland), whose receipts for the five weeks for 
tive years have been: 


1880. 1881. 1883. 1884. 
9,315,463 2,539,606 4,619,457 7,653,495 


At these ports the gain over last year was 3,000,000 
bushels, due to the fact that the winter wheat country 
which chiefly supplies them had avery light crop last 
year, corn being in small supply there as elsewhere. 

The other chief gains over last year were at St. 
Louis and Duluth. TheSt. Louis receipts were 19 per 
cent. more than last year, due probably to the larger 
winter wheat crops in Illinois and Missouri, but they 
were 9 per cent. less than in 1882, when the Illinois 
crop was much larger than this year, and the demand 
was greater. 

At Duluth, of course, the increase is due to the great 
increase in the production of spring wheat in the coun- 
try which supplies it, namely, that on the lines of the 
Northern Pacific and the St. Paul & Manitoba railroads. 
Its receipts for the five weeks for five years have 
been: 


1882 
5,550,523 


1881. 1882. 1883. 1884, 
804,770 946,985 2,296,420 3,820,537 

Its receipts were thus nearly four times as great as 
in any year previous to last year, and two-thirds more 
than last year. 

Aside from the winter and spring wheat crops, the 
balance left of the last year’s corn crop has had much 
to do not only with the total receipts, but with those 
of the different markets. There can be no doubt that 
this balance was smaller this year than in any other 
except 1882, and it was artificially reduced by the 
September corner, which hurried it forward prema- 
turely, leaving less than there would have been other- 
wise to ship in October. Now this affects Chicago 
especially, because it receives most of the corn, and so 
we: find that though it has probably profited much 
more than any other one place from the large wheat 
crops, receiving both spring and winter, its total gross 
receipts in October were not quite so large as last year, 
though larger than in any other year since 1880. Mil- 
waukee received nearly the same amount as last year 
and in 1882, Peoria a trifle less than last year, much 
more than in 1882, when there was little corn, which 
is the chief staple of its receipts, and a little less than 
in 1881 and 1880. 

The receipts of each of the Northwestern markets 


1880. 
968,589 
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for the five weeks ending Nov. 1 for five years have 
been : 





1884. 1883. 1 1881. 1880. 
Chicago...... 17,418,864 18,161,166 11,981,214 13,888,049 22.657.987 
Milwaukee... 2'876,55) 2,769,593 2.72,556 1,842.62 3,377,000 
Toledo...... . 4.429.225  2'821'647 3,071,892 1,327,262 517491549 
Detroit... .-.. 2,553,646 1,622.695 22018030 "$20,178 2,679,664 
Cleveland..... 676,574 '175,115 460,301 _ 892,186 886, 25( 
St. Louis ..").’ 4,026,678 3,280,339 4,489,179 2,744,/882 5,411,134 
Peoria......+.+« 2558,215 2,627,355 2,017,789 2.695.445 27756,740 
Duluth.......- 8,820,587 2,296,420 "946/985 "804,770 968,589 
Total... .... 38,349,639 33,859,335 27,606,446 24,014,914 44,496,913 


We may judge somewhat from the distribution of 
the receipts how the several railroads are likely to 
have been affected by the grain movement. Those 
carrying to Chicago and Milwaukee and Chicago as a 
whole appear to have had a trifle less business than 
last year, the northern ones probably more and the 
southern ones less ; those carrying from North Dakota 
and Minnesota, much more; those carrying to Lake 
Erie ports, chiefly the Wabash and to a less extent the 
Cleveland, Columbus, Cincinnati & Indianapolis, much 
more than last year. 

The receipts of the Northwestern markets usually 
fall off from October to November, but not so much 
now that rail rates are kept low throughout the win- 
ter, as they used to when a 40 cent rate was anti- 
cipated after lake navigation closed. A great revival 
of it in December, caused by forwarding needed sup- 
plies of corn, is quite possible ; but if the new corn 
movement begins so early, it will be probably from 
Kansas and the more southern part of the corn 
district than from the country further north, where 
it will not be fit to ship quite so early. And if there 
is such a movement it will probably not be to Chicago 
as much as usual at first ; though for the whole corn 
crop year that city is better placed than usual, even, to 
catch the bulk of the corn marketed, there having 
been a larger production on the country which usually 
markets there than in any other year, the main in- 
crease in production being in Northern Illinois, in 
Iowa and Nebraska, which ship little by routes south 
of Chicago, and in Kansas and Missouri, which mar- 
ket a large part of their grain there, especially when 
navigation is open. 








General Anderson’s Estimates of the Cost of the 
Northern Pacific. 

In the Railroad Gazette of Sept. 19 last we pub- 
lished Mr. Villard’s defense of his administration, 
addressed to the stockholders of the Northern Pacific 
Company, in which he ascribed their and his own 
misfortunes toa great excess in the cost of the railroad 
over the estimates of the company’s Chief Engineer, 
Gen. Adna Anderson, who still occupies that position. 
Mr. Villard became President of the Northern Pacific 
in September, 1881, when something more than 809 
miles of the main line remained to be built, including 
the line over the Rocky Mountains. Mr. Villard says 
that, calculating the resources foraccomplishing this 
work, he found that in the fall of 1880, General Ander 
son estimated the whole cost of the 1,430 miles to be 
$37,275,550, in which estimate the cost of the divisions 
which remained uncompleted when Mr. Villard became 
President amounted to $20,773,900. From this he 
judged that the proceeds of the $15,000,000 of first- 
mortgage bonds still to be issued, of 25,000 shares of 
preferred stock not then sold, together with the 
$6,000,000 of cash then in the treasury, would amply 
suffice for the completion of the railroad. But some 
five months later—Jan. 12, 1882—he obtained new es- 
timates from General Anderson, according to which it 
was to cost $24,001,600 to complete the 77C miles 
which then had to be built. Actually, Mr. Villard 
says, the road built under his administration cost $39,- 
657,657, which was $18,883,757 (more than 90 per cent.) 
more than General Anderson’s first estimate, and 
$14,156,057 (56 per cent.) more than his first one, and 
he adds: ‘‘ Here is the true key to and the sole cause 
of your and my disappointments, and of the reverses 
that have overtaken the Oregon & Transcontinen- 
tal Co. and me personally.” This virtually charges 
General Anderson with having ruined the investors 
by whom he was employed through his underesti- 
mates of the work which he was doing for them. 

Mr. Anderson has not remained silent under this 
accusation, which is one of the grayest, aside from 
moral delinquencies, that can be made against an 
engineer. His reply in full we give elsewhere. The 
sum of it is as follows: 

Mr. Villard’s statement of actual expenditures for 
construction under his management, amounting to 
$39,657,000, included nearly $2,009,000 for equipment 
for the whole line, besides what the Chief Engineer 
had estimated for, and $620,000 for improvements 
of old road, and is then $575,000 more than the 
Auditor’s books show as the expenditures for the 
construction of new road, the amount by these books 
being $25,109,434, instead of $39,657,657. 

But the great misstatement is that this expendi- 


ture was for the construction of 825 miles of 
main line that the Chief Engineer estimated to cost 
$20,773,900 in 1880, and $24,000,000 in 1882. Actually, 
General Anderson says, it covered the construction of 


»| 1,390 miles of railroad, besides the great Bismarck 


Bridge. By including the cost of nearly 600 miles 
more road, of $2,000,000 worth of rolling stock, exten- 
sive improvements of old road, and of struc- 
tures not contemplated when the estimates were 
made. Mr. Villard shows expenditures more than 
$14,000,000 greater than his Chief Engineer’s final 
estimates. This provokes General Anderson to say : 
** Why this sum of $39,657,657 was selected to compare 
with either or both of those [his] estimates it is wholly 
impossible, at least for me, to conceive. It bore no 
relation to, and had no connection whatever with 
either of the estimates, and the latter might with 
equal propriety have been compared with any figures 
greater than their own sum—the capital stock of the 
company, for instance, or even the national debt of 
the United States.” 

General Anderson cites the cost of the several 
divisions which he estimated for, and shows that 
it exceeded his estimate by a considerable amount 
only in the case of what was then called the Clark’s 
Fork Division. The aggregate estimates for the other 
divisions in 1882 amounted to $19,704,565 ; their actual 
cost was $18,785,583, or about 44 per cent. Jess than 
the estimates; but the cost of the Clark’s Fork 
Division, estimated at $3,527,035, was nearly twice as 
much, namely, $6,925,359. The causes of this 
underestimate General Anderson does not dis- 
cuss. He simply shows that he was not respon- 
sible for the cost, because the construction of 
this division was taken from him and placed 
under a Superintendent of Construction, who did 
the work directly for the company, and reported 
directly to Mr. Villard, the work not being let to con- 
tractors, as was the case on the other divisions. Mr. 
Villard himself says that the work was hastened in 
1882 in every possible way, and that the haste ‘‘ largely 
increased the general cost of the work.” But even if 
the whole of the excess of the cost of this division 
over the estimate was due to an error by the Chief 
Engineer, it still makes the cost of completing the 
main line exceed his estimate made in January, 1882, 
only about 10 per cent., instead of 56 per cent—only 
$2,480,000 instead of $14,156,000. 








We had last week reports of the September earnings 
of nine railroads ; this week we have the reports of 25 
more. Theaggregate mileage and earnings and aver- 
age earnings per mile of these 34 roads have been : 


1884. 188%. 
Serer 32,189 30,722 1,467 4.8 
Earnings........ $17,867,960 $18,889,831 $1,021,871 5.4 
Earn. per mile... 555 615 60 9.9 


The decrease is at about the same average rate as in 
September. 

Among the railroads reporting this week we have 
from the Far West, for the first time in many months, 
the Denver & Rio Grande and the Denver, Rio Grande 
& Western. The former has a decrease of 19 per cent. 
and the latter of 23 per cent. from their very light 
earnings last year. The earnings per mile of the Den- 
ver & Rio Grande were last month $400, and those of 
the Denver, Rio Grande & Western were $244. The 
Central Pacific, with 7 per cent. less road had, 14 
per cent. less earnings; its decrease was more than 
twice as great as in September. Northwest of Chicago 
the St. Paul & Omaha reports a decrease of $49,100 
(74 per cent.), against a decrease of $4,308 in Septem- 
ber. The Green Bay & Winona lost no less than 32 
per cent. ; on the Iowa lines of the Illinois Central the 
decrease was $18,032 ($41,046 in September). On the 
Illinois lines and Southern Division of the same road 
the decrease was nearly the same as in September. The 
Chicago & West Michigan, the Flint & Pere Marquette, 
the Cincinnati, Indianapolis, St. Louis & Chicago, 
the Peoria, Decatur & Evansville, north of the Ohio 
River, lost less in October than in September, the Ohio 
Central more. South of the Ohio the Louisville & Nash- 
ville and the Mobile & Ohio lost more in October 
than September, the Chesapeake, Ohio & Southwest- 
ern more in September. In the East, the Boston, 
Hoosac Tunnel & Western had a little smaller gain in 
October, and the Long Island had a small loss instead 
of a large gain. 








The receipts of grain at the Atlantic ports for the 
month of October were about the same as in Septem- 
ber, averaging 4,273,800 bushels per week, against 
4,314,000 in September and 3,802,000 in August. The 
distribution among the several ports was similar to 
what it was in September. New York having a trifle 
over 60 per cent. of the whole both months, Boston 94 





per cent. and Philadelphia 73 per cent., and the chief 











change being an increase from 4.1 to 7.5 per cent. at 
Montreal and a decrease from 13.9 to 10.7 at Balti- 
more; such changes as there are may be attributed to 
the freer movement of spring wheat and the slacker 
movement of winter wheat. Compared with August 
the changes are great, as shown below : 


-—P. c. of total. -—P. ec. of total.— 
Oct. Aug Oct. 

60.4 | Phila ............ 82 7.3 

9.6 | Baltimore........ 19.6 10.7 

0.3 | Newport News... 2.8 — 

7.5 | New Orleans..... 6.3 37 


The four northerly ports received 63.1 per cent. of 
the whole in August and 77.8 in October. With exports 
very light, and most of the grain coming from districts 
near Jake ports and being forwarded by water, it is 
natural that little grain should go to the more southern 
ports. The close of navigation will diminish the advan- 
tage which New York has over them, and when the 
new corn begins to come forward freely they may 
vastly increase their receipts if there be a good foreign 
demand for it, which is quite possible. 








A meeting of the Joint Executive Committee was 
convened Thursday of this week, mainly for the pur- 
pose of dealing with the demoralized condition of 
east-bound freight rates, which seems to be worse this 
week than last. The meeting comes at a very incon- 
venient time for us, as it is held just as we go to press, 
while its proceedings will be generally known to those 
of our readers who are much interested probably before 
this reaches their eyes, and if we attempt prophecy 
we shall be met by the cold facts before our vaticina- 
tions are heard. In confidence we may say that we 
have no idea what will be done. At a presidents’ 
meeting Wednesday there seemed to be little 
confidence that anything would be or could 
be done, and we are unable as yet to find 
any cause whatever assigned for the recent 
cutting of rates. The differences with regard 
to east-bound freight, at least the important ones, are 
either settled or are in the way of settlement; the 
absence of the West Shore and the Lackawanna from 
the east-bound pool is certainly a cause of weakness, 
but we do not understand that as yet either has caused 
any considerable trouble as regards this business. The 
close of navigation is about to force a large traffic 
over the railroads, and apparently it depends wholly 
upon themselves whether they make or lose on 
this large winter traffic. In forecasting the policy 
to be adopted. however, we must remember that 
some of the companies may deliberately prefer to have 
the winter a season of loss instead of gain. Six 
months of railroad war might bring several trouble- 
some lines to a foreclosure sale, and it is possible that 
some company or companies may see an advantage to 
themselves in such a calamity to others. It becomes 
more and more probable that some practical consoli- 
dation of roads now competing must occur before we 
have permanent peace. If the strong are forced to 
swallow the weak, they will wish to have them attenu- 
ated as much as possible beforehand, so that they may 
go down the easier. Still it is not easy to see why 
even a desire to ruin some of the roads should result 
in a demoralization of east-bound rates; for none of 
the roads likely to be absorbed gets much support as 
yet from the east-bound traffic. 








There is very little change in the passenger war. 
What may be called the standard rate from New York 
to Chicago is $12, whilethe West Shore uniformly, we 
believe, sells tickets for $10.50, and tickets may be 
had at least as low as that by any of the roads—very 
likely for less by bargaining. Thatis, by all except 
the Pennsylvania, for that company bas violated all 
precedents by strictly adhering to the old $20 rate, 
and still more by getting passengers at that rate, while 
they could make the journey by another route for 
about half the money. An unsubstantiated report is 
that the effect on the travel over the Pennsylvania 
has been a reduction of only about one-third. If that 
is true, not only is it doing better than any other 
road, but it is doing better than all of them put 
together, for it gets some profit out of the business 
while they get none. 








We noticed some weeks ago a proposition to substi- 
tute the payment of commissions under the direction 
of the Joint Executive Committee for the differential 
fares by which it was attempted to distribute the pas- 
senger traffic among the co-operating railroads in 
the late passenger combinations. We criticised 
this as as a step backward and likely to continue 
the difficulties which it was sought to remove. We 
are informed, however, that it is not intended to 
make such a general application of the plan as we had 
supposed, but to substitute it for differential fares only 
over the comparatively few and generally very un- 
important routes which, experience has proved, can 
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secure scarcely any part of the travel at any open differ- 
ential fare that would not demoralize business. These 
routes which for some reason are at very great disadvan- 
tage have been among the chief stumbling blocks in 
the way of the success of any passenger combination. 
Such differences of rates as seemed safe to make had 
very little effect in giving them business. Under any 
circumstances they can secure but a small share of it, 
and they therefore cannot afford costly agencies 
working solely in their interest, which might by per- 
sonal effort bring them passengers. But personal effort 
seems indispensable. In their circumstances the only 
resort possible seems the payment of commissions. 
If they cannot get the service required otherwise, they 
will pay and have paid commissions to scalpers, or irre- 
gularly to the agents of connecting roads. Itis for these 
cases especially that the new proposition is made: 
Since it is found that these unimportant lines must, 
or at all events will, pay commissions—that only by 
paying commissions can they secure that share of the 
business which their competitors are willing to con- 
cede them—it is proposed to substitute, for the irregular 
payment through irresponsible persons by the compa- 
nies themselves, a regular payment, when facts have 
shown that the route does not get its agreed share 
without it, to responsible persons in the service of the 
co-operating railroads themselves (and controlled 
by them) by the Joint Executive Committee, which 
will fix the amount, the manner and the time so as to 
secure the object aimed at, and which will be likely 
so to adjust it that a regular commission will always 
be paid on the tickets by these specially disadvan- 
tageous routes. 

This puts a very different face on the plan, which is 
substantially to remedy what has proved to be a grave 
practical difticulty, by means which, so far, have been 
the only ones found effective in accomplishing the re- 
sult desired on these particular lines. 








The great crops in Nebraska and Kansas, this year, 
seem not to have profited the Union Pacific, which 
has a great system in both states,so much as the 
Chicago, Burlington & Quincy, which has an exten- 
sive system in Nebraska, south of the Platte, but only 
a few miles of road in Kansas, though it carries a 
large share of the freight between Kansas and 
Chicago. The Union Pacific earnings increased only 
$110,928 (4 per cent.) from July to September, while 
the Burlington’s earnings increased no less than 
$971,911 (56 per cent.). The gross earnings of the Union 
Pacific and the Chicago, Burlington & Quincy, for 
four successive months this year and last, have been : 


1884 : June. July. August. September. 
i ae $2,196,282 $2,388,843 $2,430,155 = $Z,a99,271 
C.,B.&Q 2,077,182 1,735,199 %,441 404 %,707, LLO 

1883 : 

oo ear 2,273.598 2,491,035 2,477,402 2,881,640 
C., B.& Q.. 1,987,916 1,824,705 2,495, 124 2,909, 165 


The Union Pacific has a large mileage in Kansas, 
where the crop movement begins in July, so that earn- 
ings should be expected to increase on it somewhat 
earlier than on the Burlington. They have usually 
increased from June to July on the Union Pacific and 
decreased on the Burlington; but there has been a 
certain parallelism of the two roads after July, here- 
tofore, which did not hold this year in September. 
There was not much difference in the earnings of the 
two roadsin August in either year, and in September 
last year, but this year the Burlington has one-twelfth 
the most in September. This suggests a comparison 
of the gross earnings of the two roads in successive 
years. For the nine months ending with September 
these have been : : 
1881. 1882. 1883. 1884 
Us Bi: $21, 550,165 $21,972,764 $20,819,800 $18,370,563 
U., B. & Ox. . 15,424,831 15,053, 379 18, 634,197 18,505,825 

The earnings have come to nearly the same amount 
though a decrease since 1881 of $3,179,602 on the Union 
Pacific and an increase of $3,081,994 on the Burlington 
& Quincy. The aggregate earnings of the two roads 
have not varied greatly in these four years, being 
very nearly $37,000,000 in 1881, 1882 and 1884, and $38,- 
454,000 in 1883. As the two roads are competitors 
and their competition has increased since 1881 by the 
extension of the Burlington to Denver, it might seem 
that the traffic and earnings had been _ station- 
ary, and the change was due to a_ transfer 
of business from the Union Pacific to the Burlington. 
Doubtless there has been something of this kind, but 
the change is by no means wholly due to this. There 
has been a great increase in the traffic west of the 
Missouri, in Kansas and Nebraska at least, and there 
has been a great reductionin the rates. Then the con- 
dition of business on the plains and in the mountains, 
where the Union Pacific has many times as much road 
as the Burlington, has changed greatly, so that it has 
lost from other causes than the competition of the 
Burlington. But however caused, the Burlington has 
gained while the Union Pacific has lost, The latter 


| 





very likely will not lose much longer, but the Burling- 
ton is not likely to cease to gain. 








The completion of the connection between the 
Oregon Short Line of the Union Pacific and the Oregon 
Railway & Navigation Company’s Baker City Branch, 
the last rail on which was laid last Monday, is an event 
of considerable importance, as it opens a new route 
across the continent from Oregon and Washington as 
short as any other, and the new road utilized for the 
through traffic will be about 630 miles. Since the 
completion of the Northern Pacific, substantially the 
whole of the Oregon and Washington traffic has 
gone by that railroad. A route has been open to 
the Union Pacific by way of its Utah & Northern 
line to the Northern Pacific, rates being the same by 
both routes, by agreement; but not only is this a cir- 
cuitous route, but it necessitates transfers to and from 
the narrow-gauge Utah & Northern, and in fact 
scarcely any traffic has gone that way. Thenew route 
will have no such disadvantages, and it is not easy to 
see why it should not command half of the business 
almost from the opening, which is promised about the 
end of this month. The Northern Pacific has the ad- 
vantage of the possession of the traffic for a year, but 
the Union Pacific had the whole of it for many years 
before, and has necessarily agencies for securing 
business in all parts of the country. The agree- 
ment of the three companies is that the Oregon Com- 
pany shall divide the through shipments eastward in 
proportion to what it receives from its two eastern 
connections. It is for the advantage of the Naviga- 
tion Company, however, that the business should go 
by the Union Pacific rather than by the Northern Pa- 
cific, as it gets a haul of 404 miles (Portland to 
Huntington) on business interchanged with the 
Union Pacific, and of only 214 miles on that 
interchanged with the Northern Pacific. The 
Baker City Branch, which is now really main 
line, extends from the Columbia River at Umatilla 
Junction, 187 miles east of Portland, southeastward 
over the Blue Mountains to the Snake River at Hunt- 
ington, on the border between Oregon and Idaho, 217 
miles. The country on the line for the larger part of 
the distance is very barren, but besides the through 
continental traffic, the road gives a very direct con- 
nection from the Columbia River country to the Boise 
River country of Idaho, to Utah and Colorado—very 
much shorter than any other—and though the inter- 
change of traffic is not likely to be very large, it can 
pay good rates, and is likely to grow, and be of value 
to both the Union Pacific and the Navigation Com- 
pany. But the opening of the road is likely to be of 
much greater advantage to the Union Pacific than to 
any other company, as it will give it at once a share of 
the Oregon through business which it has not had 
since the Northern Pacific was opened, and will utilize 
the 518 miles of the Oregon Short Line, which has been 
practically completed for more than a year, and, of 
course, has had no through business, Oregon flour, 
fruit and fish are now put within easy reach of the 
great interior mining and grazing districts on both 
sides of the Rocky Mountains. Oné can ride now by a 
pretty direct route from Portland or Puget Sound diag- 
onally across the mountain and plain country west of 
the Missouri southwestward to El Paso, or to Galves- 
ton, for that matter. 

The immediate effect of the opening of the new line 
should be a considerable decrease in the earnings of 
the Northern Pacific, balanced by a considerable in- 
crease in those of the Union Pacific, and a small in- 
crease in those of the Navigation Company. Whatever 
new traffic is created by the opening of the new line 
will go to the two last-named roads, except that the 
Northern Pacific between Portland and Puget Sound 
may get some of it. This traffic, however, is not 
likely to be very large in amount at first. 








A remarkably fine working model of the essential] 
parts of Captain Eads’ scheme is now on exhibition in 
New York, The model shows the means by which 
it is proposed to raise the vessel out of the water and 
place it on a gigantic car running on three tracks of 
rails. As the immense wheel-base of this car renders 
it impossible to traverse any curves of less than sev- 
eral miles radius, floating turn-tables are used when 
it is desired to change the course of the line, or enable 
two ships to pass one another en route. The details 
all appear to be very ingeniously worked o ut, but as 
the car, with its numerous wheels and journal boxes, 
is submerged some 30 minutes at each end of the 
jourpvey, it seems doubtful whether the journals will 
run cool. The water in docks is always more or less 
muddy, and it would certainly appear that any 
lubricant would be. likely to be washed}; 
away and some grit left in its place on the journals, 
It is proposed to employ the anti-friction metal often 


used onthe bearings of emery grinders, which requires 
no lubricant of any kind whatever. Whether this will 
be successful or not under the heavy pressure on the 
journals of a car carrying a load of several thousand 
tons remains to be seen. Possibly the difficulty might 
be overcome by fitting a gland and packing to each 
journal box and filling the box with oil under pressure, 
The speed will be low, as it is not proposed to exceed 
a rate of 8 to 10 miles an hour, and with care this plan 
might succeed. 

The line as surveyed is 134 miles long. The summit 
level is 736 ft. above low tide and the worst grade is 
58 ft. per mile for a length of eight miles. 

Many of the ablest engineers and naval architects 
have testified to the general practicability of the 
scheme asa whole. The importance of the project de- 
pends upon the amount of traffic which could go by 
this route with economy. This is very much less than 
most people suppose, and it is therefore the more 
important that the cheapest method of transferring 
vessels should be adopted, if any canal or ship railroad 
is to be built, and Capt. Eads’ scheme is estimated to 
require much less capital than either the Panama or 
the Nicaragua Canal. 





Chicago, Burlington & Quincy Seiekeiel in September. 














For the monthof September the Chicago, Burlington & 
Quincy reports as follows for this year and last : 

Ear <<. 1884 1883. Inc. or Dec, P.c. 
Passenger. . . $457,098 $598.770 — $41,672 7.0 
ee 1,988,199 2,216,578 — 228,379 10.3 
Other Rigi teeecdia dees 161,813 93,817 4- 67,996 72.5 

Total...............$2,707,110 $2,909,165 — $202,055 vf 
Expenses. .......... 1,121,788 1,329,613 — 207,827 14.9 

Net earnings... ..$1,585,324 $1,579,552 + $5,772 04 

Thus, in spite of the decrease of 7 per cent. in gross 


earnings, there is a trifling increase in net earnings, 
the decrease in working expenses having been 15 per 
cent. The gross earnings last year were much the largest 
the road has ever had in a single month. The great decrease 
of 15 per cent. in working expenses this year seems suspic- 
iously large when considered by itself ; but, when we ex- 
amine the expenses for successive months, we find that they 
were larger last September than in any other month 
since May, and with the exception of April and 
May were the largest for 12 months: and we also find that 
the expenses in September last year were much larger than 
they have been in any other month in the history of the 
road. So the decrease is great not because expenses were 
unusually small this year, but because they were extraor_ 
dinarily large last year. Thus the average monthly ex- 
penses for the eight months previous to September were 
$1,032,740 last year and $1,083,500 this year; in Septem- 
ber the expenses were $296,300 (29 per cent.) above this 
average last year, and $38,000 above it this year. 
These matters deserve attention, for, io times like 
these when earnings fall off seriously, every great 
decrease in expenses should be regarded with sus- 
picion. Important decreases will Le made legitimately, 
but a greater amount will be “saved” in many cases simply 
by not making the expenditures for maintenance and 
renewals that ought to be made, and that eventually will 
have to be made at greater cost than if made when first 
needed. As we see, there is no sign of such ‘‘ saving” in the 
Chicago, Burlington & Quincy statement. 

The mileage, gross and net earnings, and working ex- 
penses of this road in September, for the five years since the 
Nebraska lines were included, have been: 


Gross Net 
Mile s. earnings. Expenses. earnings. 
a Ee: 712 $1,862,284 $837,452 $1,024,832 
|: eee : 168 2,262,931 1,017,328 1,245, 653 
RO ove ccneees’ 312 228 2,186,400 954,563 1,22 
ee 3.264 2,909, 165 1,329,613 
1884.. . 3,364 2,707,110 1121, 786 





Thus the gross earnings were very much larger this year 
than in any other, except last year, and the net earnings 
were the largest the company has ever made in any one 
month except in October of last year, when the gross earn- 
ings were $167,000 less than in September, but the expenses 
had fallen nearly to the average. 

It was favorable to the earnings of this road in September 
of this year that the corner in corn at Chicago attracted 


shipments of such marketable corn as remained in 
the West, and there was probably more on _ this 
road, or accessible to it, than on.all others put 


together. The amount was not very great, however, and 
by as much as it increased shipments in September, it is 
likely to decrease them in October and November. This 
road does not benefit from the heavy spring wheat move- 
ment from Dakota and Minnesota, which swelled the 
receipts of some of the roads north of it in October; and 
though there were large crops of small grain to carry 
from Kansas, Nebraska and lowa, the movement of 
them was probably heavier in September than in 
October. The road usually has its maximum earnings in 
September. In October this year a fare of $1 from Chicago 
to Missouri River points, and a lumber rate about one-half 
the ordinary charge, tended to keep down earnings. 

For the nine months ending with September the gross and 
net earnings and expenses of this road have been : 





Year. Gross earnings. or bin os Net earnings. 
ase eatacle ahca'n sab Oak at $15, 129,853 42,726 $8,587,127 
Euedetin: ¢eqeoebws 15,423,831 7,891,905 7,531,926 
1882 be: peenen' 4 nteege 15,053,879 8,069,752 6,984,127 
Na 18,634,197 9,591,547 9,042,650 
WBRE. s feciceteccetess 18,505,825 9,789,722 8,716,103 
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Compared — last eat the increases and decreases are: 


earnings. 


Net 
Amount Dec. $326, ry! 


Per cent 

These are small changes ; that in net earnings is saiah * 
about 47 cents per share of stock. The company had a 
large surplus last year. 

Gross and net earnings and expenses were all much 
larger this year than in any other except last year. The in- 
crease over the extraordinarily favorable year 1880 is less 
than 8 per cent,, however. 


rnings 
enae seta bom 3128, Fo 


Expenses. 
Inc. atl 








Chicago through and local shipments eastward of flour, 
grain and provisions for the week ending Nov. 8, for four 
successive years, have been, in tons : 


1831. 1882. 1883. 1884. 
40,255 33,013 50,449 47,580 


Thus the shipments this year were about 5 per cent. less 
than last year, but were 44 per cent. more then in 1882, and 
even 18 per cent. more than in 1881, during the railroad» 
war. The flour and grain shipments were nearly the same 
as last year, and the decrease was wholly in provisions. 

For six successive weeks the tons shipped and the percent- 

age by each railroad bave been : 


woe Sen, 














Tons: Oct. 4 4. Oct. 1!. Oct. 18. Oct. 25. —_ 1. Nov. 8. 
ren en 7,186 9,403 7,612. 7,585 6.943 7,839 
Grain......... ....33,502 36,3 22,370 23'870 31,370 31,410 
Provisions . 8,636 10,002 6,795 7.6 610 8,824 8,262 

SS 49,414 14 55,640 36,777 39,068 47,137 47,580 

Per cent: 
C.&GrandT. ... 28 3.7 5.8 7.6 6.9 8.7 
Mich. Cen ....<... 19.6 15.3 7.9 20.7 23.1 22.6 
Lake Shore....... 17.2 26.0 24.2 17.1 14.3 20.2 
Nickel Plate...... 11.8 12.3 9.6 9.0 7.7 8.5 
Ft. Wayne........ 15.6 12.8 18.6 14.0 13.4 9.1 
C..&%.L.&P..... 169 11.5 11.0 14.0 13.4 8.4 
Balt. & Obio...... 9.4 7.9 5.8 6.9 8.5 4.4 
Ch. & Atlantic... 6.7 1v.5 7.1 10.7 12.7 18.1 

Total........... 100.0 100.0 100.0 100. 0 100.0 100.0 


The shipments last week were nearly the same as the 
week before, and larger than in others except when the 
railroads were carrying for as little, probably, as 15 cents 
per 100, The charges in percentages compared with previ- 
ous weeks were important, the greatest being the increase in 
the share of the Chicago & Atlantic to 18.1 per cent., which 
is about double its average. It carried more than one-third of 
all the flour, and much more than any other road, and ranked 
next to the Michigan Central and Lake Shore in amount 
of grain carried, but very few provisions were shipped over 
it, not 2 per cent. of the whole. The two Pennsylvania roads 
also suffered great decreases, and have seldom carried so 
very small asbare of the business as last week—both to- 
gether not as much as the Chicago & Atlantic. The Balti- 
more & Ohio also had an exceptionally small share of the 
shipments. The Vande rbilt roads on the other hand more 
than maintained their position, the three carrying 51.3 per 
cent. of the total shipments. The share of the Chicago & 
Grand Trunk continued toincrease, asit has done for five 
weeks past, though it still has less than its share probably. 

There was probably considerable iregularity in rates last 
week, as there was the week before,though the amount of the 
shipments is not much greater than would be natural under 
the circumstances. 








Wheat receipts at the Northwestern markets were not 
quite so large last week as the week before, but at Duluth 
and Milwaukee they were larger, indicating a heavy spring 
wheat movement, while a decrease at Toledo, Detroit and 
St. Louis must be due to a slackening of the winter-wheat 
movement, and that at Chicago probably is also. Duluth 
and Milwaukee together received 1,215,265 bushels of wheat 
and 33 per cent. of the whole last week, against 1,134,114 
bushels and 28 per cent. of the whole the week before ; 
while St. Louis, Toledo and Detroit had also 1,212,810 bush- 
els and 33 per cent. of the whole last week, against 1,478,223 
bushels and 361; per cent. of the whole the week before. 
The whole wheat movement from the farms since harvest 
has been and remains exceptionally heavy. For the three 
months since July it has been for four years : 

1881. 1882. 1883. 1884. 
19,932,402 37,978,643 34,389,045 48,144,8 67 

For the same time the receipts of flour at these markets in 
barrels were : 

1881. 1882. 1883. 1884. 
2,547,835 2,688,396 2,717,655 2,888,081 

This makes the receipts of wheat and flour equivalent to 
the following bushels of wheat : 
1881. 1882. 1883. 1884. 

31,397,659 50,076 425 46,618,492 61,141,231 

The crop in 1881 was the smallest there has been for many 
years ; that of 1882 was nearly as large as this year’s crop, 
but we see that the Northwestern receipts have been 11 
millions greater this year for the three months. The 11 West- 
ern states, which alone ship grain by way of the North- 
western markets, have produced about 347.4 million bushels 
this year, against 343.7 millions in 1882. Now the receipts 
of these markets were 22 per cent. more this year than in 
1882 during the three months from Aug. 1 to Nov. 1 

The receipts at the Atlantic {ports make a very different 
showing. In September and October these were greater this 
year than last, but less than in 1882, For four years they 
have been, wheat with flour reduced to bushels: 

4 1881. 1882. 1883. 1884. 

30,461,080 42,682,180 31,608,013 38,630,596 

These quantities must not be compared with the North- 
western receipts above, because they are for two months in- 
stead of three ; but it is to be remarked that while the 

Northwesteru wheat receipts this year were 8] per cent. 

more than last year and 22 per cent. more than in 1882, 
the Atlantic receipts, though 22 per cent. more than last 
year, were 934 per cent, less than in 1882, and that to an 


exceptionally great extent the Western wheat that has left 
the farms has found a market or a place of storage some- 
where short of the sea-board. 








Since the consummation of the Chicago corn corner, the 
receipts of corn at the Northwestern markets, which during 
September had averaged more than 2,000,000 bushels per 
week, have been little more than 1,000,000 per week. 
Though the new corn is not fit to be kept long or shipped 
far, itis good for feeding immediately, and it makes the 
bulk of the supply consumed in interior towns near the corn 
country, and this sets free more old corn than could other- 
wise be spared. The ditference between the price for current 
delivery and for future delivery is not nearly so great as t 
was, but it is still large enough to make it probable that 
every bushel that can be spared will be marketed as early as 
possible. 








The difference between the live stock and dressed beef 
rates has at last been established by arbitration, though in 
the present condition of affairs we do not feel certain that 
the railroads will abide by the arbitration. The matter was 
left to a board, consisting of one representative of the live 
stock interest, one of the dressed meat interest, and Judge 
Thos. M. Cooley, of the Michigan Supreme Court. The rep. 
resentatives of the two traffics, of course, could not agree ; 
their office was toset before Judge Cooley their sides of the 
question in the fullest manner. The Judge decided that 
dressed meat should pay 75 per cent. more than the live_ 
stock rate. Normally the latter is 40 cents per 100 lbs, 
from Chicago to New York, but for probably seven-eighths 
of the time, for years past, the regular rate bas not been 
maintained, and now 20 cents is about what the railroads 
receive, so that the dressed-beef rate by the arbitration is 
835 cents. It is doubtful whether a percentage of difference 
will work well if rates finctuate as they have done. With 
a 40-cent live-stock rate the difference amounts to $6 per 
ton; witha 20-cent rate, to only $3. Ifa difference of $6 only 
puts the two kinds cf business on an equality, a difference 
of $8 may give one an undue advantage. 

Recently the dressed meat rate has been 65 per cent. above 
the live stock rate. Mr. Fink once recommended a difference 
of 77 per cent. 








The Union Pacific suffered a larger decrease in gross earn- 
ings in September than in any other month since Marcb_ 
The earnings were larger in September than in any other 
month of the year, as they usually are, but the increase over 
August was much smaller than usual, $69,116 this year, 
against $404,238 last year and $342,411in 1882, 

For four years its gross and net earnings and working ex 
penses in September have been : 


1881. 1882. 1883. 1884. 
Gross earnings. . $3, TY 450 $3,170,315 $2,881.640 $2,499,271 
Expenses......... 1,329,407 1,260,592 1,439,669 1,165,295 
Net earnings ..$1,790,043 $1,909,723 $1,441,971 $1,333,976 
Compared with last year the changes are : 
Gross Net 
earD: ; Expenses. earnings. 
Amount......... Dec. $382,369 Dec. $o74.374 $107,995 
Per cent .. ..... 13.5 19.0 7.5 


There was a large decrease in gross earnings last year 
and a further and larger one this year, so that the decrease 
since 1882 is no less than $671,044, or 21 per cent. The 
working expenses, which increased last year, decreased very 
largely this year, and were less than in 1882 even. This 
leaves the net earnings but 714 per cent. less than last year, 
while they are $575,747 (30 per cent.) less than in 1882. 

The working expenses in the last five months of last year, 
it will be remembered, were extraordinarily large, other- 
wise the decrease of 19 per cont. might be regarded as ex- 
cessive. But compared with previous months of this year, 
the expenses were larger in September than in any other 
since May, and nearly the same as the average for the nine 
months, and the decrease since 1882 is not larger than should 
be expected. 

For the nine months ending with September the earnings 
and expenses of the Union Pacific bave been: 





1881. 1882. 1883. 1884. 
Gross earn... $21,550,165 $21, 972,764 $20,819,800 $18,370,563 
Expenses .: 11,830,924 1,480; 981 10,663,374 10,537,724 
Yet earn..... $9,719,241 $10,491, 1,783 $10,156,426 $7,852,839 


Compared with last year the decreases are : 
Gross earnings. iy Net earnings 
$2,440,237 $125 $2,323,587 
© 2 22.9 

The large decrease of ober was accompanied by very 
little decrease in expenses, so that the decrease in net earn- 
ings is 28 per cent. and equal in amount to $3.80 per share 
of stock. 

It should be remarked, however, that the decrease in net 
earnings is only about the same at the end of the nine 
months as it was at the end of the first four months of the 
year. There was a gain of $98,000 in July and of $228,000 
in August, and in spite of the decrease of $108,000 in 
September the prospect for the last half of the 
year is favorable. The gross earnings will probably 
be less than last year for the remaining three months of 
the year, but the expenses will probably be materially less. 
The net earnings in the three months since June have been 
just about as great as for the tirst six months of the year. 
Last year the net earnings were much less in the last half 
than in the first half of the year. Adecided increase may be 
expected after the opening of through traffic over the Oregon 


month of this year, 








The Atchison, Topeka & Santa Fe Railroad shows a large 





gain in September compared with last year, which perhaps 
is to be ascribed to the good jbarvest, though the harvest 


Short Line, but that will affect tbe business for but one i 


was excellent last year in Kansas also. Kansas and North 
Dakota are the two sections of the country which show de- 
cided gains in railrcad earnings now. Very likely 
there are similar gains in Nebraska and South Dakote, 
but the railroads there are parts of great systems 
which are chiefly in other states, and we can. 
not tell from the earnings whether the decreases on the 
Chicago, Burlington & Quincy and the Union Pacific are 
the difference between a great decrease outside of 
Nebraska and a large increase there, or not; and so with 
the railroads farther north, which in all probability have 
earned much more this year than last from their lines in 
Northwestern Iowa and Dakota, and much less further east. 
The increases of the Atchison road in September were: 


_Geons comniogs. Expens:s. Net earnings. 


Amount.. . .$150,064 $139, mf $10, _ 


Per ceut 

Thus the increase in working expenses nearly equalsthe gain 
in earnings. This increase in expenses, however, we regard 
as favorable rather than otherwise, for they seemed unduly 
small last year. Even this year they were less than 40 per 
cent. of the earnings ; last year they were less than 34 per 
cent, 

For the nine months ending with September the Atchison 
reports ; 


1884. 1883. Inc. or Dec. P.c 
Gross earnings....... $11,852,819 $11,510.593 + $342,226 30 
Expenses........... 6,401,619 5,348,601 ++ 1,053,018 19.7 


Net earnings......... $5,451,200 $6,161,922 — $710,792 11.5 

Here again we have a very large increase in working ¢x- 
penses, which is three times as great as the increase in earn- 
ings, and results in a decrease of one-ninth in the net earn- 
ings, which decrease is at the rate of $1.25 per share of 
stock. 

Last year the working expenses of this road were 22 
per cent. less than the year before, and 16% per cent. less 
than in 1881. This year they are at a somewhat less rate 
‘han in 1882. 

This railroad will probably feel the effect of the new corn 
crop sooner than any other, it being in the southernmost 
district of heavy corn production. The crop in Kansas 
this year is much the largest there bas ever been, and there, 
too, the number of hogs to be fattened is larger than ever 
before, while the supply of live stock on the plains, which 
affords this road an important part of its traffic, is also 
exceptionally large. It is also not without influence that 
for two years past, while Western farmers élsewhere (except 
in Nebraska) were suffering from poor corn crops, Kansas 
had excellent ones, and its people should therefore now be 
exceptionally prosperous and suffer from dull times less than 
most others. This railroad and others in Kansas and Ne- 
braska seem likely, therefore, to do better than most other's 
for the current crop year. 








We notice in the daily papers an account of the destruc- 
tion of a fire-proof vault and the injury of two gentlemen, 
caused by the gas having been left lighted in the vault when 
the door was closed. There being no opening for the en- 
trance of air, the flame became extinguished, but the gas 
continued to flow, filling the chamber, and when the door 
was opened an explosive mixture of great force was pro - 
duced ; but it would have been harmless if the person who 
opened the vault had not imprudently lighted a match. 

This experiment has been repeated so often, with the same 
result, that it ought not now to be expected that any intel- 
ligent person will put a gas pipe into a vault. Yetas gas is 
the safest light to be used in one, where the electric lamp 
cannot be had, people persist in taking the risk ; and the gas 
pipes being in, explosions from the leakage of gas, or from 
neglect to turn it off, when closing the door, continue to 
occur. 

Now, it is not necessary to carry the gas pipes into any 
vault in order to use a gas light in it; for, generally, the 
interior can be lighted from a bracket with three or four 
long joints placed at the cutside of the door, so arranged as 
to be turned inside through the doorway when a light is 
needed; where the arms of such a bracket would not be 
long enough to light the remoter parts of the vault, it is 
obvious that arubber tube, carried on hooks properly ar- 
ranged, would answer every purpose. Of course, with 
either of these arrangements the door could not be closed 
until the bracket or the rubber tube were removed. 

Vaults are so much used in the offices of railroad compa- 
nies that this is a matter which deserves the special attention 
of officers in charge of such structures. 








Record of New Railroad Construction. 





{nformation of the laying of track on new railroads is 
given in the present number of the Railroad Gazette as 
follows : 

Oregon Railway d& Navigation Co.—The Baker City 
Branch is extended eastward to, Huntington, Or., 13 miles, 
completing the line. 

St. Paul Eastern Grand Trunk.—Extended from Oconto, 
Falls, Wis., west hy south to Clintonville, 41 miles. 

This is a total of 54 miles of new railroad, making 
8,246 miles reported to date for the current year. The total 
track reported laid to the corresponding date for 13 years 
past is as follows : 


Miles Miles. 

ee rer rr UT See ree 1,92 
|. eer BAID | IBIS oc ccccccccccccs cece .-1,97u 
BRS vn asvicvsedvvgecssovevs O,1OR | 1B7B... woe. scccccccccccsses 1,150 
BBBL..cgovccrcee « gerecceses G,QAl | IB7E........ccccccceccccccvces 1,664 
, eas aregcereessnn CC . 3,288 
WBTR. oc ccccccccvcccsegye os ya} BOTR. cccsccccccccnicccese 6,202 


These statements include main track only, no accoun 
being taken of second tracks or other additional tracks Q 
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The Elements of Railroading. 





Il. REAL ESTATE, RECORDS, ETC. 
(Copyright 1884, by The Railroad Gazette.) 

The titles by which real estate or landed property is held 
have always been the object of peculiar care among civil- 
ized nations, and one of the most important functions of our 
civil government is to provide for the accuracy and safety 
of the records by which they are perpetuated; so that one 
could expect that the conveyances taken by a railroad com- 
pany would be cared for almost instinctively; yet it has 
been the misfortune of many a railway president or 
manager to find that his predecessors had given no attention 
to the preservation or completion of the titles to the prop- 
erty belonging to the company over which he had been 
called to preside. 

It will often be found that the original deeds, or the 
awards in condemnation proceedings, have never reached 
the office of the company ; they have perhaps been handed 
to some local attorney who acted temporarily for the com- 
pany, and may be lost in one of his dustiest pigeon-holes ; 
indeed, conjecture can scarcely go astray in guessing what 
may have befallen a railroad company’s title deeds, if they 
have not been carefully looked after by some person who 
has had exclusive charge of them. 

In the organization of a railroad company for the purpose 
of building a new railroad, after the engineering corps has 
been created, the very first necessity is the establishment of 
a land department with a capable officer at the head of it, 
who shall be responsible only to the president, or to the 
officer, by whatever name, who is charged with the chief re- 
sponsibility in the construction of the road. The person 
selected for the head of the land department should have 
had some familiarity with land titles, if he is an experienced 
conveyancer, so much the better, and he must be an ener- 
getic man, who will insist on having a perfect title to each 
piece of property paid for. A weak man will accept almost 
anything that is offered. A fair lawyer of the right char- 
acter is likely to prove as serviceable as any person, if he is 
one of those who have been trained to he methodical in the 
care of papers, and if he can write a legible hand. 

The papers concerning land titles should not bs trusted to 
the care of the engineer’s department, as they often are; that 
department has too many other matters to attend to ; its 
personnel is too apt to change frequently, while it is desir- 
able that the person who has b2come familiar with the titles 
of the property shall remain in charge of them. 

The engineerivg department should prepare a small map 
of each property which is to be purchased or otherwise 
acquired, tobe firmly and permanently attached to the 
papers; this willrender the description clear to all parties 
and will serve to correct any clerical error which may 
occur in the description. 

Generally it is best that the engineer’s department shall 
prepare the description, to be revised by the conveyancer. 
The most thorough examination should be made of the valid- 
ity of the title to be acquired, for any plausible possession of 
a property will seem to most holders to justify them in giv- 
ing a warranty deed to a railroad company, provided that 
company will pay for it. Such examinations or searches 
are most readily conducted by a reputable attorney who bas 
been long settled in the county where the property is situ- 
ated, for he will be already familiar with the history of 
most of the older titlesin his neighborhood; yet his approval 
of a deed should always be accompanied by an abstract from 
the county records, to be carefully scrutinized by the con- 
veyancer at headquarters. The president, or whoever ap- 
proves the voucbers for the purchase of real estate, should 
refuse to siga one until it has been first certified by the con- 
veyancer that the title acquired by the company will be 
good and sufficient. 

The title deeds having been signed, sealed, and acknowl- 
edged before a magistrate, they must be sent to the appro- 
priate recorder’s office, and an entry of the date when they 
are sent should be made in some proper place. A convenient 
method of keeping in view all the proceedings relating to 
the procurement of rights ‘of way and other properties is to 
make a list, in a suitable book, of all such properties in 
regular order, beginning at one end of the line and follow- 
ing through to the other end, with columns ruled in which 
to insert under proper headings the date when condemnation 
proceedings, if any, were commenced; when concluded; 
when deed was taken; amount paid as consideration; kind 
of deed, as warranty, quit-claim, or award; date of for- 
warding to recorder; date when returned; number and 
file in which the deed is to be kept; with a broad column 
for remarks. The entries in this book should be, at first, 
several lines apart, to admit of interlineations which will be 
required, because of discoveries which will be made of 
several ownerships, in what is supposed to be one property, 
and because of borrow-pits, station grounds and other 
pieces of land which will be wanted later on. 

It is well, for these reasons, to give the deeds, when filed, 
only a provisional number, at first in pencil, corresponding 
with the number in the list in the book, until the final num- 
bers shall have been arrived at, when they should be care- 
fully numbered in red ink and filed in the order of number- 
ing. Stout paper boxes, of a size to contain fifty or one 
hundred deeds, should be provided for them, and lettered on 
the outside, showing the numbers contained in each ; it is 
sometimes convenient to note on the outside of the boxes the 
names of the county or townships in which the property cov- 
ered by the contents of the box is situated. 

The railroad company should have blank forms for its 
deeds prepared by its conveyancer ard printed, so as to se- 
cure uniformity in style and shape, and as aconvenient 

means of insuring against the omission of important clauses, 








also to save much writing which would be necessary in using 
the ordinary blanks. 

The deeds and all other valuable papers of any well ordered 
railroad company should be kept in a vault, or at least in a 
safe, taking care that the safe is one which will carry them 
through a fire; for it is incredible, almost, how often such 
documents have been imperiled, and how often lost, by a 
neglect of this most evident precaution. 

As soon as the exigencies of the surveys will permit the 
engineer’s department should be required to prepare an 
atlas of the property of the railway company on a scale of 
not less than one inch to 100 ft., preferably upon a larger 
scale, showing the right of way, every outlying corner or 
lot, every borrow-pit, carefully surveyed and figured in the 
clearest manner. It is best to tint the boundaries of the 
railroad company with some pale color, using always the 
same, upon the inside of the line, to make the area owned 
by the company distinguishable at a glance. The atlas 
should be in duplicate or triplicate, being traced easily on thin 
paper by a boy in the office, the sheets to be afterward bound 
into an atlas. The properties shown in these volumes should 
bear on the maps the names of the owners from whom they 
are bought, character of title, when paid for, consideration 
paid, soas to avoid a reference to any other list or docu- 
ment for such information, which is that most frequently 
required. Itis very useful to have the names of adjoining 
owners in their proper places in the atlas, for it will often 
save a visit to the place or a special survey when additional 
width is required. 

The distances and courses to all corners should be 
carefully surveyed, and their relations to the railroad 
boundaries should be shown and figured on the atlas. 
Many railroad land maps and atlases would be found 
not to contain one figure which would determiue the 
exact relation of the railroad line to any other line 
or point whatever. It is also desirable to note in the 
atlas the relations of the ‘“‘centre line” to the bound- 
aries, to the corners and to the first track laid, if only one 
track is laid ; for without such a notation, the coming gen- 
eration may be totally in the dark about them. 

In the history of a certain railroad company, its board of 
directors and its policy were changed ; from having con- 
templated a single track as the extent of their undertaking, 
during which period the fiist track was laid in the centre of 
the right of way, the possibility that a second track might 
at some future date be required entered the presidential mind, 
and it was decided to lay the first track thereafter six feet 
to one side of the centre of the right of way ; yet no minute 
of any change appeared in the land maps, neither in the 
deeds nor elsewhere, so far as the successors to the builders 
of the road could find. The fences had been built so irregu™ 
larly that they gave no certainty, scarcely a hint, of the 
change, and by no means indicated where the change had 
been made. Suspecting such a change, however, correspond- 
ence was had with the former Chief Engineer and with his 
principal assistant ; they both believed it had been made, 
did not recollect where, and both remarked that the land 
maps ought to show it. Finally it was remembered that 
among the assistant engineers who bad been stationed on 
many parts of the road was a painstaking man who kepta 
diary, and from that invaluable record be kindly sent an 
extract which gave all the information required. Several 
law suits were necessary to maintain the boundaries estab- 
lished by this memorandum ; yet, as about 150 miles of 
road were affected by it, they had to be carried through. 

The land atlas is a convenient place in which to note the 
position, character and elevation of bench-marks, re_ 
ferred to the base of levels adopted for the 
profiles of the line; and a profile of the nat 
ural surface plotted upon the maps is sometimes of the 
greatest value and convenience. It is well enough to add 
the grade line; but that is so much departed from, even 
during construction, as to be of little importance. The base 
adopted for its levels should be noted upon the title page of 
the atlas ; also the date when the atlas was made. Indeed, 
every plan or drawing which issues from an engineer’s office 
should be very distinctly dated. In order that one copy of 
this valuable atlas, which we have taken so much pains to 
describe, shall be certainly preserved, the several copies 
should not be kept together, that is, in the same building; 
the distribution of them depends upon the final organization 
adopted. The most natural destination would be one copy 
to the Superintendent’s office, one to the Chief Engineer’, 
and one to the Attorney’s, provided each of these had a fire_ 
proof receptacle for his copy. 

Although great trouble, uncertainty and expense must 
attend the loss of the title deeds of arailway company, yet 
such losses occur every little while even with companies 
which are believed to be quite perfectly organized. Men- 
tion is made of a great railroad corporation which stored 
these papers for fifteen years in a cupboard, in shameful dis- 
order; at last a fire destroyed every vestige of them and of 
its land maps, so that its whole line required to be resur- 
veyed, and it was years before the company’s records could 
be restored. 

The cost to a corporation of a vault for the storage of its 
valuable papers would be small, in comparison with the 
expense which their loss entails; so that it may be held to 
be obligatory upon the officers of a company to provide, 
from the first, for the positive safety of its valuable docu- 
ments. A vault need not be burglar proof, only dry and 
fire proof; it can be cheaply built inside or outside of almost 
any building; it should be convenient of access from the 
offices, otherwise the papers will not be regularly returned 
to it. 

But, however carefully the records and titles may be pre- 
served, the land acquired may be lost by neglect, as hinted 





in the preceding anecdote of the unrecorded change in the 
position of the first track. The boundaries of the railroad 
company’s property should be remorselessly fenced, with 
perfect exactness, from the beginning; heedless of the 
requests and suggestions which will be made by adjoining 
proprietors, who will wish to use the margins of the rail- 
road territory until they shall be required for the uses of 
the company. 

At first, such requests do not appear unreasonable; but 
they should always be refused, for if the property is not in- 
cluded within the fences from the beginning, it is very likely 
to be forgotten until too late; the second fence will follow 
the line of the first, and so on. Twenty years, a short 
period in the life of a corporation, will give the adverse 
party, who has occupied it, permanent possession, of which 
advantage will surely be taken; a less period gives a right 
of way across or over land which has been used for a lane, 
or for the public to travel over. It might be worth while, 
npon roads approaching the age of twenty year’s existence, 
to have the position of their fences compared with their cor- 
rect place, before it is forever too late to get possession of 
what land has not been fenced in, 

It is more than probable that many railway companies 
are the owners of houses occupied by their employés or by 
strangers, from which they ought to receive rent regularly, 
but do not ; it sometimes happens that only some old track- 
man or other ancient employé knows that the buildings 
belong to the company. From this it will be seen how 
important it is to prepare for the Treasurer and Paymaster 
a rent-roll from the beginning, on which the location of 
every house, name of occupant, if any, and rent collectible 
monthly should duly appear. 

Akin to the preservation of a company’s title deeds, is that 
of the materials for its history, such as the reports made 
from time to time by its chief officers, and particularly the 
annual reports, whether printed or not; but especially if 
printed, for such documents are mistakenly believed to take 
care of themselves, The Secretary is naturally the proper 
officer upon whom to devolve this duty. We shall never 
know how few railroad corporations possess even one com- 
plete file of their annual reports; yet it is known that many 
of the most important of them have not such a collection. 

They should be bound in volumes as fast as they accumu- 
late enough to warrant it. There should be several copies of 
each report so preserved, for the volumes will constantly be 
wanted for reference by the various departments; quite as 
likely by the law department as by any. 

All contracts of importance should be printed, so that 
copies may be distributed to the officers whose duty it is to 
execute them, and as a security against loss. 

It is not uncommon to find division superintendents, 
master mechanics and others acting under contracts of 
which they have no knowledge, having never even seen a 
copy of them. CHARLES PAINE. 


“Foreign Railroad ° Notes. 





At the last meeting of the German Society of Mechanica 
Engineers, Herr Reymann, a locomotive contractor of wide 
practical experience, read a paper on the influence of the 
age of locomotives upon the cost of keeping them in repair. 
He took the ground that the average expense of repair did 
not increase with the age of the locomotive, but was prac- 
tically constant, even though we include under the head of 
repairs cases where large portions of the locomotive have to 
be actually renewed. He based his conclusions upon a large 
body of statistics mainly from the Berlin & Hamburg Rail- 
road, the general result of which was that though the av- 
erage age of the locomotives in use on the road between 
1875 and 1883 had increased in the proportion of 11 years 
in the former case to 16 years in the latter, and the average 
for the boilers from 8 in 1875 to 12 in 1883, there had been 
no increase in the expense of repairs, either per locomotive 
or per mile run. What slight variations there had been 
from year to year were due to purely accidental causes. 





One of the great Austro-Hungarian railroad companies is 
the ‘‘ State Railroad Company.” It has that name because 
it bought a government railroad from Austria many years 
ago. The jealousy of the two kingdoms is such that it has 
to keep accounts of its Hungarian lines separate from its 
Austrian lines. Some of the results in the two kingdoms 


are: 

Austria. Hungary. 
sah canedeeekeceses 582 797 

Per mile: 

Gross earnings ... $13,661 $11,154 
Net earnings...... ......... 8,034 7,567 
Per cent. of expenses........ 42 3244 
Average passenger journey. 26 6 miles 430 miles 
Receipt per pass. per mile.. 1.58 cents 1.76 cents 
Receipt per ton per mile..... ps lead 1.70 si 
Average haul of freigbt...... 60 miles 9034 miles 


The amount of work done per locomotive seems very 
small, averaging only 10,109 traffic train miles in Austria 
and 11,803 in Hungary, and even the locomotive mileage 
(including switching) was only about 12 per cent. more than 
this, making the average daily service for 312 days per 
yeararun of only 36144 to 42 miles per day, so that the 
engines must have stood still probably seven-sigbths of the 
time and more. 





From 1876 to the eud of 1882 the length of street railroads 
in the United Kingdom in:reas2d from 94 to 563 miles. 
There were 70 miles in London, 12 in Bristol, 50 in Liver- 
pool and 118 in Manchester. The average earnings per 
mile of the British roads were $13,338 ; their expenses, 
$10,004. 

At the close of 1882 there were 327 miles of street rail- 
road in Franc>, of which 155 miles were in Paris, 27 in 
Lyons, 27 ia Lille, 22 in Bordeaux and 14 in Marseilles. 
On the lines worked by the Paris Omnibus Co. the earnings 
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were $33,170 and the working expenses $30,380, or 90 per 
cent. Oathe other French street railroads the earnings 
averaged $13,795 and the expenses $10,602 per mile. 

Io tha state of New York at the end of September, 1883, 
there were 456 miles of street railroad, whose average 
earnings for the year then ending were $34.264 per mile, 
and their working expenses $25,448, or 7414 per cent. . 
leaviug a profit of $8,816 per mile, against $2,790 on those 
of the Paris Omnibus Co., $3,193 on the other French street 
railroads, and $3,334 on the British lines—more than 34 
times the latter. S»omeof the Naw York roads make enor- 
mous profits. The Twenty-third street (though its working 
expenses are 83 per cent. of its earnings), $12,270 per mile ; 
the Third avenue, $42,930; the Second avenue, $29,446; 
the Sixth avenue, $40,145; the Broadway and Seventh 
avenue, $41,570. 


Down to April 1, 1883, 139,452 employés of the railroads in 
the German Empire had been tested for color-blindness. Of 
these 998, or less than % of 1 per cent., were color-blind. 
Out of 115,154 persons engaged in tbe out-door railroad 
service who were tested, 46 were found wholly and 273 
partly color-blind, or 319 in all, which is 0.277 per cent. of 
the whole number. The number examined by the several 
different methods were: 


4 ere 
Holmgren’s 


Dahl’s, Cohn’s, Schmitt’s, Rimpler’s, etc............ ...... 1, 
Colored glass plates in transmitted and reflected light..... 7, 
Colored strips of paper and other colored materials...... . a 
SieeGIS GI CN BDOOETUER... o4~ ccpn ccs vccncentesecec.s alba 
37,104 were tested by railroad 
76,413 * (lle i 
754 * “ —* oculists. 
Only one locomotive engineer out of 13,616 was found 
totally and 27 partly color-blind, in all 0.2 per cent. The 
greatest proportion was among unsuccessful applicants for 
appointments in the lowest grade of the service—47 out of 
672. There are 19 managements which repeat the tests 
periodically, 28 which repeat them in special cases after 
sickness, typhus fever, for example, and 38 test only when 
entering the service. When employés already engaged in 
the service are found defective, they are put in positions 
which are not directly connected with the train service, or 
in the less important positions. 


officers. 
physicians. 





There is a curious war of cattle rates going on between 
the railroads of Austria and Hungary. The two countries 
have a national unity, but in their administration they are 
entirely separat>, for railroads as well as everything else. 
There are rival cattle markets at Vienna and at the Hun- 
garian city of Pressburg, on the Danube, a few miles below 
Vienna. A large part of the cattle come from Galicia, a 
province of Austria in the extreme north. Pressburg is 
nearer to Galicia than Vienna is. To favor: the Vienna 
market the Galician and Austrian roads made a com- 
bined rate of about 0.4 cent a mile per square yard 
of car floor occupied —a reduction of 30 per cent 
below schedule rates. The Hungarian roads met this 
rate by reducing Pressburg rates to less than 0.3 of 
a cent for the same unit. Now the railroads of 
Galicia refuse to make through rates with those of 
Hungary on any moderate basis, and insist on charging 
their full local rate to the point of junction, so that the 
Hungarian state roads are compelled either to carry far 
below cost, or see their own market discriminated against. 
It isa case where state control (for the Hungarian roads 
are largely state-owned) tends to intensify rather than 
moderate the railroad war. It is like what the conflict of 
interest of the seaboard cities would become if the trunk 
line rates were settled by the Legislatures of New York, 
Pennsylvania and Maryland. Meantime the profits, such as 
they are, have gone into the hands of middlemen or specula- 
tors. The price of meat in Vienna has risen rather than 


fallen in the face of the greatly reduced cost of transporta- 
tion. 


Mr. J. Grossmann, Engineer of the Austria Northwestern 
Railroad, last year contributed to the Organ for Railroad 
Progress an elaborate study of the influence on train resist- 
ance of lubricating oils of different degrees of effectiveness 
in reducing friction. He came to the conclusion that the 
amount of reduction in resistance of trains of great 
speed and on railroads with variable grades that can be 
hoped for from the use of better and costlier lubricating oils 
is so trifling that economy is to be secured by the selection 
of the cheapest oil for lubricating car axles. 

In the last number of the Organ Mr. Grossmann takes up 
the subject of the lubrication of locomotives, concerning 
which, he says, opinions differ greatly. After an elaborate 
discussion of the subject and of the effect of oils of different 
degrees of lubricating capacity, he concludes that the proper 
selection of lubricating materials for the locomotive in con- 
nection with the use of proper apparatus for lubricating 
pistons and slide valves are factors which affect economy of 
operation in more than one direction, and that they should 
be subjected to severe tests. ‘Greater than the direct advan- 
tage of the cheaper price,” he says, ‘are the indirect advan- 
tages, consisting in keeping the parts of the engine in good 
condition, especially the valves, the long life of which when 
well lubricated is shown in very eloquent figures in the repair 
accounts of great railroads.” 

Mr. Grossmann puts the questions, ‘‘ How can the quality 
of lubricating materials, and especially of mineral oils, be 
determined ? Can the chemist decide from its composition 
the fitness of mineral oils for lubricating machinery ? What 
value can be placed on the establishment of co-efficients of 
friction by mechanical methods of testing oils?’ These 
questions he hopes to answer hereafter. 


TECHNICAL. 


Special Tools. 
Messrs. Wm. Collier & Co., of Manchester (England), are 
completing for delivery the entire plant of machinery for a 
railway carriage and wagon repairing shop in the Brazils. 
The order embraces the ordinary class of tools, such as 
wheel, tire and axle lathes, wheel-forcing machine, and 
planing machines, &c.; but in several of the machine tools 
special features have been introduced which it will be of in- 
terest to notice. One of these isan improved planing ma- 





Mobile & Ohio, annual meeting of debenture-holders, at 
the office, No. 11 Pine street, New York, at 2 p. m., Nov. 


22. 

New Orleans & Northeastern, annual meeting, at the 
office in New Orleans, Dec. 1. 

New York, Lake Erie & Western, annual meeting, at the 
office in New York, Nov. 25. 

Old Colony, annual meeting, at the United States Hotel 
in Boston, Nov. 25. 

Philadelphia & Reading, annual meeting, at the office in 
Philadelphia, Jan. 12, 1885. The registry of stock closed 


chine, in which all upright rods and screws are placed in- | Oct. 12 


side the box upright, where they are thoroughly protected 
from any liability to injury, and the gearing and pulleys are 
carried on a foot-plate bebind the upright, thus enabling 
the workman to set work from either side, and leaving the 
front of the machine perfectly clear. There is alsoattached 
to the cross slide a shaft with gearing to raise and lower it 
from the end instead of from the top of the upright, as is 
usually done, and a special adjustable feed motion is pro- 
vided, useful for finishing planing, and in which the traverse 
can, if required, be made up to 1 in. to each stroke of the 
table. Another tool of special design is a spring-making 
machine, which embraces all the operations of shearing to 
length, tapering the plate, punching the centre hole, cutting 
out the slot, pressing in the nib, and spearing the points, 
and it is very compact throughout in its arrangement. 
Amongst other tools of a special character that are being 
made by the firm are an improved machine for cutting off 


when cold the fins left on the bolts by the heading machine; N 


a bolt, rivet, and spike heading machine to make bolts, 
rivets or spikes up to 114 in. diameter and 18 in. long, and a 
special portable apparatus for re-boring and noglnnes loco- 
motive cylinders while fixed in their places.—Engineer. 


A Signal-Maker’s Car. 


64 | Lbe Pennsylvania Steel Co. has had built to order an attrac- 


tive new car 40 ft. in length and 10 ft. wide, designed by 
Mr. A. G. Cummings, Engineer of the signal and switch de- 
partment. It was built at the Middletown Car Works and 
is painted a bright vermilion color on the exterior and let- 
tered ‘“‘ Pennsylvania Steel Co., Frog, Switch & Signal De- 
partment, Interlocking Switch & Signal Apparatus.” The 
interior is painted white. It has four compartments, and 
by moving the partitions toward the sides the kitchen, din- 
ing room, machine shop, etc., can be thrown into one long 
room or work shop. It contains four double and four single 
berths, with wire mattresses on the sides, and a table to ac- 
commodate 12 men is suspended from the ceiling out of the 
way, and can be let down and adjusted without delay. In 
the end intended for a machine shop there will be erected an 
engine of 144 horse-power and lathes to suit, The outside of 
the bottom is filled up with receptacles for tools, material, 
etc. The car was taken to Hagerstown, Md., last week, for 
the purpose of erecting signals and interlocking switches for 
the Western Maryland and the Cumberland Valley Rail- 
roads, An awning can be adjusted on the outside of the 
ear under which the mechanics can work in fair or mild 
weather.—Steelton (Pa.) Reporter. 


The Westinghouse Brake in France. 


The Western Railroad of France, which has lines running 
from Paris to Versailles, Havre, Brest, etc., and which has a 
large suburban traffic around Paris, was the first French 
road to adopt the Westinghouse brake, and has now ap- 
plied it to 3,057 cars used in passenger service. It makes 
the following unique return of accidents prevented by the 
use of the brake : 

1880 to 1884— 6 collisions avoided, 

1879 to 1884—10 cases of persons crossing the line outside sta- 

tion yards, etc. 
1879 to 1884—17 cases of persons crossing the line inside sta- 


ons. 

1879 to 1882— 3 cases of obstacles, such as horses and carts, 
etc., unexpectedly found on the line. 

1880 to 1883— 6 cases of rolling stock standing on the line, or 
being shunted, and not removed in time. 


Total...... 42 
Car Coupler Test. 

A practical test of the Curtis & Wood Automatic Car Coupler 
was made Nov. 3, at the Conshohocken Car Works, in Con- 
shohockea, Pa. Mr. I. A. Sweigard, Superintendent of the 
North Penn & Bound Brook Division, Philadelphia & 
Reading, and Mr. M. F. Bonzano, Division Road-master, 
a guna the tests, which appeared to givevery satisfactory 
results. 

The link was placed in various positions, and draw-heads 
of different heights were tried, but a coupling was invaria- 
bly effected when the cars were run together. This coupler 
is of the loose link and fixed pin variety, a species of 
pivoted hook kept in position by a ght spiral spring taking 
the place of the ordinary pin and engaging with the link. 

The coupling has been only recently patented, but is 
shortly to be tried before the Massachusetts Railroad Com- 
mission. It is fitted to a few cars on the Philadelphia & 
Reading. 

Diamond Turning Tools. 

It is sometimes desirable to reduce the dimensions of a hard- 
ened steel article that has received a lathe finish without 
first drawing the temper, as this necessitates a rehardening 
and retempering. The usual method of lathe reducing of 
hardened steel articles by corundum wheel grinding is 
necessarily confined to straights or tapers, no offsets, collets 
or should?rs being amenable to this style uf work. A model 
maker and bright mechanic has succeeded in utilizing the 
black diamond or bort asa turning tool for hardened steel. 
He places a crystal in the end of a piece of iron or brass for 
flat turning and one on the side of the end or on acorner of 
the end for side or shoulder turning. He has succeeded in 
doing some good work with these crude-looking tools. The 
chips taken from the hardened steel! are literally chips, not 
turnings, and are very minute. But viewed under the mi- 
croscope they are seen to be cut from the hardened steel and 
not merely disengaged crystals. One of the specimens of 
work with these bort tools is a well finished V-thread, about 
32 to the inch. Two differing crystals of the diamond were 
employed to cut and true the thread. An adaptation of 
bort tools to the planer is evidently possible, and there 
seems to be no reason why its use might not be extended 
with economical results in the treatment of hardened steel 
and of chilled iron.—Mechanical World. 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Baltimore & Ohio, annual meeting, at the company’s office 
te — Nov. 17, at 10 a.m. Transfer books close 

ov. 

Boston & Providence, annual meeting, at the passenger 
station in Boston, at 11:30 a. m., Nov. 19, 

Eastern, annual meeting, in Boston, Dec. 10. The register 
of certificate-holders entitled to vote will be open for cor- 














rection until Dec. 3. 





Richmond Fredericksburg & Potomac, annual meeting, 
in Richmond, Va., Nov. 19, at noon. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as foliows : 

Boston, Concord & Montreal, 3 per cent., semi-annual, on 
the preferred stock, payable Nov. 15, to stockholders of 
record on Nov 5. ; 

Catawissa (leased to Philadelphia & Reading), 34 per 
cent., semi-annual, on the preferred stock, payable Nov. 18. 

Central of New Jersey (leased to Philadelphia & Reading), 
14 per cent., quarterly, payable Dec. 1. Transfer books 
close Nov. 12. It is probable that this will not be paid, 
although the usual notice has been given. 

Cleveland & Pittsburgh (leased to Pennsylvania Co.), 154 
per +." quarterly, payable Dec. 1. Transfer books close 

ov. 10, 


Railroad and Technical Conventions. 


Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

The Master Car-Builders’ Club will hold regular meetings 
at its rooms, No. 113 Liberty street, New York, on the even- 
ing of the third Thursday in each month. The next yegular 
meeting will be on Thursday, Nov. 20. Subject for discus- 
sion: Freight Car Couplings. 

The New England Railroad Club will hold its regular 
nieetings at its rooms in the Boston & Albany station in 
Boston, on the evening of the fourth Wednesday in each 
month. The next meeting will be held Nov. 19. Subject 
for discussion: Painting of Rolling Stock. 

The Western Railway Club will bold regular meetings at 
its rooms, No. 103 Adams street, Chicago, on the third 
Wednesday in each month. 


Foreclosure Sales. 


The Rio Grande & Pecos road will be sold at the Exchange 
Salesroom in New York, Nov. 18, at noon, under a decree 
of foreclosure granted by the United States Circuit Court. 
The terms cf sale are $25,000 cash at time of sale and the 
balance in 30 days. Auy surplus over the $50,000 receiv- 
er’s certificates and the expenses of sale, etc , may be paid in 
bonds and coupons at their pro rata value. The road was 
intended to run from Laredo, Tex., up the Rio Grande to 
Eagle Pass, 135 miles. It is completed from Laredo to 
Santa Tomas, 27 miles. By the latest statement there are 
$500,000 first-mortgage bonds outstanding. 


Trunk Line Presidents’ Meeting. 


A meeting of the Trunk Line presidents was held at Commis- 
sioner Fink’s office in New York, Nov. 12, to see what can 
be done to stop the present demoralized condition of rates. 
Nothing was done except to talk over the situation and ad- 
journ till next day. 

The Joint Executive Committee was to meetin New York, 
Nov. 13. 

New England Railroad Club. 
The following invitation is issued by Secretary J. M. Ford, 
of this club : 

“The regular monthly meeting of the club will be held on 
Wednesday, Nov. 19, at 7:30 p.m. Subject for discussion, 
‘Painting of Rolling Stock, Effect of Adulterated Material 
Upon the Work, etc.’ 

“J. Seaver Page and John A. Elmendorf, of New York 
City, will be present to make remarks upon the subject. 
Please invite your master painters to be present and take 
part in the discussion. The constitution and by-laws will 
probably be ready for distribution at this meeting. Inter- 
ested parties are cordially invited to be present.” 


ELECTIONS AND APPOINTMENTS. 


American Society of Mechanical Engineers.—At the an- 
nual meeting in New York last week this society elected the 
following officers for the ensuing year: President, J. F. 
Holloway, Cleveland, O.; Vice-Presidents, C. W. Copeland, 
New York; Coleman Sellers, Philadelphia; H. R. Towne, 
Stamford, Conn. Managers, W. L. Church, Pittsburgh, Pa. ; 
Wm. Hewett, Trenton, N. J.; Chas. H. Morgan, Worcester, 
Mass. Treasurer, Wm. J. Wiley, New York; Secretary, 
F. R. Hutton, New York. 


Anniston & Northern.—This company was recently or- 
ganized at a meeting held in Anniston, Ala., by the election 
of the following: President, W. H. Adams, Louisville, Ky. ; 
directors, K. O. W. Adams, John M. Meyers, 8. C. Larned, 
W. S. Larned, 8. E. Taylor, George S. Moore, James R. 
Bruckes; Secretary and Treasurer, J, S. Malone, Louis- 
ville. 











Arizona & New Mexico.—At the annual meeting in Lords- 
burg, N. M., Oct. 31, the following directors were chosen: 
James Calhoun, N. 8. Davis, M. J. Egan, W. J. Ewart, 
Charles J. Jones, Wm. B. Jones, T. F. Miller, Lawrence 
Russell, L. A. Sheldon. The board elected Lawrence Rus- 
sell, President; L. A. Sheldon, Vice-President; Wm. H. 
Joues, Secretary and Treasurer. 


Atchison, Topeka & Santa Fe.—Mr. Joseph Leeds is _ap- 
pointed General Freight Agent, in place of Mr. H. C. Bar- 
low, who has gone to the Michigan Central. Mr. J. O. Phil- 
ippi, now General Agent in Chicago, will succeed Mr. Leeds 
as Assistant General Freight Agent. 


Camden & Atlantic.—Mr. Joseph Crawford has been ap- 
pointed Superintendent, in place of W. N. EBannard, trans- 
ferred. Mr. Crawford is Superintendent of the West Jer- 
sey road also. 


Chicago & Northwestern.—General Freight Agent W. 8. 
Mellen has issued the following official notice : 

“Taking effect this date, the organization of the general 
freight department will be as follows: : 

“H. R. McCullough, First Assistant General Freight 
Agent; office, Chicago. i 

“OC. H. Knapp, Second Assistant General Freight Agent ; 
office, Chicago. 

‘“ Peter Hallenbeck, Assistant General Freight Agent of 
the Winona & St. Peter Railroad and the Dakota division 
and branches (except the lines south of Iroquois); office, 
Winona, Minn. : ; 

“E. J Foster, Division Freight Agent of the lines in Wis- 
consin and Michigan and the Wisconsin and Madison divi- 
sions in Illinois, and the Galena Division, Crystal Lake to 
Lake Geneva, inclusive; office, Chicago. 

‘«Bmmons Blaine, Division Freight Agent of the Galena 
Division (except from Crystal] Lake to Lake Geneva, inclu- 
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sive); Iowa and Northern Iowa divisions, and the Dakota 
Division south of Iroquois; office, Chicago. 

‘‘The First and Second Assistant General Freight Agents, 
the Assistant General Freight Agent of the Winona & St. 
Peter Ratiroad and the Dakota divisions and branches, and 
commercial and general agents will report to the General 
Freight Agent. Division freight agents will report to the 
Second Assistant General Freight Agent. Traveling freight 
agents will report to, and station agents will correspond 
with, the Division Freight Agent of their division.” 


Columbus & Cincinnati Midland.—At a meeting held in 
Columbus, Nov. 11, the following directors were chosen : 
Henry Miller, Charles Parrott, James A. Wilcox, Columbus, 
O.; Orland Smith, Cincinnati; Samuel Spencer, Baltimore. 
The board elected Orland Smith President; 8. Peabody, 
Secretary and General Superintendent; Theodore H. Butler, 
Treasurer. The road is controlled by the Baltimore & Ohio, 


Dayton & Ironton.—At the meeting held to organize 
this company (purchaser of the Southeastern Division of the 
Toledo, Cincinnati & St. Louis), the following directors were 
chosen: F. Pryor, J. F. Gimperling, Wm. B. Williams, 
Dayton, O.; Robert Foos, Springfield, O.; M. C. Allison, 
Xenia, O.; N. H. Fairbanks, Delaware, O.; J. C. Entrekin, 
Chillicothe, O.; W. A. Haskell, J. F. Kimball, N. B. Mans 
field, E. Morey, J. M. Prendergast, Boston; Austin Corbin, 
New York. The board elected J. M. Prendergast, President; 
G. L. Daniels, Secretary and Treasurer. 


Lake Erie & Western.—The new board has re-elected 
the following officers for the ensuing year : President, C. R. 
Cummings; First Vice-President and General Manager, J. 
H. Cheney ; Second Vice-President, BE. H. R. Lyman, of 
New York ; General Superintendent, D. 8S. Hill ; Treasurer, 
A. D. Thomas ; Gecxetery, A. J. Castater ; General Freight 
Agent, W. S. Weed; General Passenger Agent, G. W. 
Smith ; Chief Engineer and Purchasing Agent, T. H. Perry; 
Superintendent of ne ae ag pe H. L. Cooper; General 
Counsel, W. E. Hackadorn, Lima, Obio. 


Louisville, New Orleans & Texas.—¥rom Nov. 20 the 
headquarters of this company will be in Memphis, Tenn., 
where the offices of General Manager J. M. Edwards, Assist- 
ant Treasvrer Robert Hazlehurst, Auditor Charles E. Arm- 
strong and General Freight and Passenger Agent James 8. 
Davant will be located. 


Manhattan.—At the annual meeting in New York, Nov. 
12, the following directors were chosen: Jay Gould, Cyrus 
W. Field. Russall Sage, R. M. Gallaway, Sidney Dillon, 
Samuel S oan, John H. Hall, Edward M. Field, Chester W. 
Chapin, George J. Gould, Thomas W. Pearsall, Simon 
Wormser, W. E. Connor. 


Mexican Central.—Mr. H. C. Barlow has_ been apoeinind 
Traffic Manager, with office in Chicago. He was formerly 
on the Chicago & Northwestern, but fur some years past has 
been connected with the Atchison, Topeka & Santa Fe road. 


Michigan & Ohio.—Mr. J. A. Latcha bas been appointed 
Receiver of this road. He is President of the company. All 
remittances should be made to Mr. J. Richards, Cashier for 
the Receiver, at Toledo, Ohio. 


New York Central & Hudson River.—After Jan. 1 next, 
Mr. W. Buchanan, Superintendent of Motive Power. will 
have charge of the Car Department also. 


New York, Philadelphia & Nor folk.—Mr. Joseph Patton, 
of Philadelphia, has been chosen Vice-President of this com- 
pany. 


New York, Providence & Boston.—Mr. J. Aug. Durgin 
was appointed Superintendent of Motive Power, Nov. 1, in 
place of James A. Anderson, resigued. Mr. Durgin held the 
office only a week, when he was killed, as noted elsewhere. 


Pennsylvania.—Mr. W. N. Baonard is appointed Super- 
tendent of the Schuylkill Division (the new Pennsylvania 
Schuylkill Valley road). He has been for some time Super- 
intendent of the Camden & Atlantic road. 


Philadelphia & Reading.—On and after Nov. 16, the Atco 
Branch of the New Jersey Southern Division, between 
Atsion and Atco, will be operated under the charge of Mr. 
8. Garwood, Superintendent Williamstown & Delaware 
River Railroad, whose office is at Williamstown, N. J. 


Rochester & Pittsburgh.—At the annual meeting in New 
York, Nov. 12, the following directors were chosen : George 
F. Stone, Andrew Pierce, James Francis, George W. Par- 
sons, Fred A. Brown, John H. Hall, Walton H. Brown, F. 
QO. French, A. L. Hopkins, Adrian Iselin, Jr., Henry Day, 
Wheeler H. Peckham, Alfred Roosevelt. 


Sious City d& Pacific and Fremont, Elkhorn & Missouri 
Vellley.—Mr. Marshall M. Kirkman has been appointed 
Treasurer of the office of these <engeuie at Chicago. All 
balances and joint accounts should be settled with him, and 
all drafts drawn on him. 


Wabash, St. Louis & Pacific.—The following circular is 
dated St. Louis, Oct. 27 : 

“Oa and after this date the titles of General Master 
Mechanic and General Master Car-Builder will be changed 
to Superintendent of Motive Power and Machinery, and 
Superintendent of Car Department, respectively. All com- 
munications intended for these officers will be addressed ac- 
cordingly.” 








PERSONAL. 


—Mr. William Coulter, one of the oldest railroad conduc- 
tors in the country, died at his residence in Jersey City, 
Noy. 11, aged 64 years. Mr. Coulter began work on the 
New Jersey Railroad in 1840—44 years aay saneing be- 
tween Jersey City and New Brunswick, and has continued 
on the road ever since, his only change being the extension 
of his run to Philadelphia when the road was leased to the 
Pennsylvania. For some months past his health has been 
failing and he has not been regularly at work. In 1861 Mr. 
Coulter had charge of the train taking President Lincoln to 
Washington, and three years ago he was on the train which 
carried President Garfield to Long Branch. He had a wide 
acquaintance and was well-known to many travelers. 


—Mr. Leander Garey has resigned his position as Superin- 
tendent of the Car Department of the New York Central & 
Hudson River road, to take effect Dec. 31 next. The office 
will then be discontinued, or rather mer; with that of the 
Superintendent of Motive Power. Mr. Garey has been con- 
nected with the road a long time, having been for many 
years Master Car-Builder of the New York & Harlem be- 
fore his appointment to his present position. He is 
widely known, both by bis position on a _promi- 
nent road, and by his long service as President of 
the Master Car-Builders’ Association, of which he has 
been a leading member from the first organization. Mr. 
Garey purposes yg fe vacation from active work for six 
months or a year, fee ng bimself in need of rest, buc be- 
yond this has not decided as to his future plans. His retire- 
ment is to be regretted, but it is to be ho that after his 
period of well earned rest is over, he will resume work in 











some position where his ability and long experience in the 
car department will not be lost to the Association and to 
the railroad-world. 


—The many friends of Mr. J. Augustus Durgin will hear 
with sorrow of his death in Providence, R. I., Nov. 8. He was 
caught between two passenger cars while standing on the 
track, and so badly crushed that he died ina short time. 
Mr. Durgin was 47 years old. He was born in New Hamp- 
shire and began life as a locomotive fireman at an early 
age. He worked his way up rapidly, and in 1868, when 
only 31 years of age, he had risen to the position of 
Superintendent of the Pittsburgh Locomotive Works, 
which he held for eight years, leaving it tu become 
Ag nt and Superintendent of the Rhode Island Locomotive 
Works in Providence. There he remained until the summer 
of 1883, when he resigned and spent nearly a year in 
traveling, at first in Europe and afterward in Mexico. In 
August last he was appointed General Manager of the New 
York Locomotive Works, in Rome, N. Y., but résigned that 
osition a short time since, and on Nov. 1 was appointed 
Superintendent of Motive Power of the New York, Provi- 
dence & Boston road, a position he had “held only 
a week when he was killed. Mr. Durgin’s ability 
as a locomotive builder and shop manager was shown 
by his conduct of the Pittsburgh and the Providence 
shops; as Agent of the Rhode Island Works he 
had a wide acquaintance among railroad men all over the 
country, and was successful in obtaining business, as well as 
in bis management of the shops. He aves a widow and 
two children. It is understood, we regret to say, that a con- 
siderable part of the property which he had acquired was 
lost last summer by the failure of a banking house. 


—Co]. Gabriel Jordan, well known throughout the South 
as a civil engineer and railroad manager, died suddenly of 
heart disease in Mobile, Ala., Nov. 10. He was born in 
Virginia in 1831 and graduated from the Virginia Military 
Institute at Lexingtonin 1850. Taking up civil engineering 
as a profession, he was employed in subordinate positions on 
several roads, until he was engaged as a division engineer 
on the Nashville & Decatur road, subsequently becoming 
Chief Engineer. He afterwards bad charge of construction 
on the Memphis & Charleston road, and in 1861 was Chief 
Engiueer of the Mobile & Montgomery road. On the com- 
pletion of this road he was appointed Superintendent also, 
and held that office until 1877, when he left it to become 
General Manager of the Memphis& Charleston. He was on 
that road but a few months, however, accepting in the same 
year the position of Vice-President and General Manager of 
the Houston & Texas Central, which was then in. very poor 
condition, and wasalmost rebuilt under his management. 
On that road he continued until April of last year, when he 
left it to succeed Mr. A. L. Rives as Vice-President and Gen- 
eral Manager of the Mobile & Ohio. Col. Jordan was 
regarded as an engineer of ability, and asa manager made 
bimself a reputation for energy and the strictest integrity. 
It was his fortune to be called on several times to take 
charge of roads which had been allowed to run down almost 
to the lowest condition, and in those positions he showed the 
ability to make the most of everything, and to secure sub- 
stantial improvement upon very limited means. His death, 
at the comparatively early age of 53, is a serious loss. 








TRAFFIC AND EARNINGS. 


Grain Movement. 


For the week ending Nov. 1, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eleven years : 








North- -—Northwestern shipments.— 
western r,t Atlantic. 
Year receipts. Total. By rail. Byrail. receipts. 
187: 2,826,443 2,528,468 799,288 31.6 1,797,450 
STi 5 3,869,314 1,362,611 35.2 3,191,155 
5 3,822,151 1,339,994 35.1 2,789,964 
39% 2,829,458 470,422 16.4 4,880,768 
6 3,503,917 760,47 21.7 4,527,683 
. 5,110,058 4,668,181 1,255,164 6.9 6, 195,595 
1880..... 6,389,584 5,752,475 1,971,215 32.5 7,278.857 
| 3,908,642 3,616,025 2,030.925 56.2 3,914,464 
i aes 6,157,189 4,313,001 2,214,837 51.4 3,797,921 
1883, ....6,020,959 4,895,945 2,026,253 41.4 3,503,519 
1884..... 6,759,107 5,446,269 2,003,243 36.8 4,226,263 


The receipts of the Northwestern markets for the.week 
are larger this year than in any other except 1880, but they 
are the smallest since the first week of August this year. 
Receipts usually fall off at this time, but they have kept up 
better than usual this year. They were larger at Duluth in 
this week to Nov. 1 than in any other week of its history 
save one, and the Milwaukee receipts are the largest of the 

year. 

. The shipments of these markets for the week were also 
larger than in the corresponding week of any previous year 
except 1880, and they are the largest for three weeks, and 
were probably increased by cut rates on the railroads, though 
the rail shipments were but little larger than the week before, 
and not remarkably large. The lake:shipments were the 
largest for four weeks. Shipments down the Mississippi 
amounted to 185,360 bushels. 

The Atlantic receipts for the week were larger than in any 
correspondiug week since 1880, but much less thanin any of 
the four years from 1877 to 1880. 

They were slightly less than the week bafore on the aver- 
age in October. 

Exports from Atlantic ports for this week to Nov. 1 have 


been: 

1880. 1881. 1882. 1883. 
Flour, bbls. 162,882 88,812 191,546 147,483 175,826 
Grain, bu..5,396,296 1,921,209 1,752,778 1,837,617 1,937,088 

The exports this year compure well with those of the other 
years since 1&80. 

San Francisco exports for the four months of the Califor- 
nia crop year from July 1 to Oct. 30, were as follows, flour 
in barrels and wheat in bushels, flour being reduced to wheat 
in the totals. 


1884. 








1884. 1883. Inc. or Dec. P. ec 

alae eae san 348,824 362,970 D. 14,146 3.8 
lie Pe ie 7.852510 7,851,805 1. 705 ... 
Total, bushels... 9,596,630 9,666,055 oD. 7,025 0.7 


Shipments of California barley by sea for the four months | ¢, 1889 


to Oct. 31 were 242,208 centals, against 79,742 centals for 
the corresponding period last year; an increase of 162,466 
centals, or 203.7 per cent. 

Rates on Live Stock and Dressed Beef. 
Messrs. Swift and Allerton being unable to agree in any 
recommendation as to the dressed-beef rate, the third arbi- 
trator, Judge T. M. Cooley, whose decision was to be tinal 
has made a report recommending that the rates on dressed 
beef be 75 per cent. above those on live stock. That is, with 
a 20-cent rate from Chicago on live stock, the dressed beef 
rate would be 35 cents per 100 Ibs. ; with a 40-cent live-stock 
rate it would be 70 cents, and soon. The old difference was 
60 per cent., and the live stock men wanted it made much 
higher. The difference is intended to equalize the matter as 
much as possible, so that neither party shall have an advan- 
tage in rates, taking into consideration the waste and loss 
on live stock shipments as against those of dressed meat. 


Railroad Earnings. 
Earnings of railroad lines for various periods are reported 
as follows: 
Ten months ending Oct. 31: 
1884. 








1883. Inc. or Dec. P.c 

Boston, Hoosac 
we. 'W... 3... 373,382 $283,323 I. 0,059 31.8 
Central Pacific... 18,785,503 20,778,232 D. 1,992,729 9.6 
Ches..0.& 8. W. 1,093,380 1,063,432 I. 29,948 2.8 
Chi. & W. Mich.. 1,267,370 1,317,805 D. 50,435 3.8 

Cin., Ind., St. L. & 
ae 2,030,321 2,094,165 D. 63,844 3.0 
Denver & R. G.. 5,907,642 5,775,853 D, 768,211 13.3 
Det., Lan. & No. 1,134,610 1,332,070 D. 197,460 14.8 
Flint & Pere M.. 1,917,990 2,102,530 D. 560 8.8 
G. B.,W. & St. P.. 267 873 326,664 D. 58,791 18.0 
Til. Ceritral....... 8,227,057 8,898,451 D. 661 394 7.4 

Iowa lines..... 1,396,348 1,664,425 D. 268.077 16.1 
Long Island..... 2,413.11 2,366,062 I. 47,054 2.0 
Louisv, & Nash.. 11,178,852 11,589,930 D. 411,978 3.5 
Marg.. H. & O.. 769,859 819,004 D. 49,645 6.1 
Mexican Central. 2,385,27 1,591,309 I, 793.961 49.9 
Mil., L. 8. & W.. 916,294 879,192 I. 37,102 4.2 
Mil. & Northern. 428,489 394,870 I. 33,619 85 
Mobile & Ohio... 1,618,960 ,696,367 D. 77,407 «4.6 
Ohio Central ... 922,552 906,868 I. 15, 1.7 
Peoria, Dec. & E 639,639 596,613 I. 43,026 12 
St. L., Ft. Scott & 

ichita........ 404,443 208,199 I. 199,244 94.5 
St. P.& Duluth.. 1,057,485 1,098,385 D. 40,900 3.7 
st. P., M.& Man. 6,570,839 6,849,606 D. 278,767 4.1 
Tol.. Ann Arbor 

Wh Bisincesrss 193,403 160,983 I. 32,420 20.1 

Nine months ending Sept. 30: 

Atch., T. & S. F.$11,852,819 $11,510,593 I. $342,226 3.0 

Net earnings... 5,451,201 6,161,994 D. 710,793 115 
Ches. & Ohio..... 2,683,434 2,879,287 D. 195,853 6.8 

Net earnings... 814,275 977,451 D. 163,176 16.7 
Chi.. Bur. & Q... 18,505.825 18,634,198 D. 127,373 = 0.7 

Net earnings... 8,716,103 9.042,651 D. 326,548 3.6 
Dan. & Norwalk. 158.586 157,286 I. 1,300 0.8 
Eliz., Lex. & B.S. 557,241 532,827 I. 24,414 4.6 

Net earnings... 186,099 166,357 I. 19,742 11.9 
Kentucky Cent.. 619,879 I. 57,275 9.2 

Net earnings... 265,642 D. 20,407 7.7 
Mobile & Ohio... 1,440,096 D. 34.353 2.4 

Net earnings... 324,262 D. 61,110 189 
N.Y.& N. England 2,735,861 D. 285,717 10.4 

Net earnings. . 511,915 479,040 I. 32,875 6.8 

Month of September : 

Atch., T. & 8. a $1,513,046 $1,362,983 I. $150,063 11.0 

Net earnings... $11,501 800,949 I. 10,552 1.3 
Ches. & Ohio.... 303,103 365.474 D. 62,3271 17.1 

Net earnings... 111,502 153,306 LD. 41,804 27.3 
Chi., Bur. & Q..... 1,707,110 2,909,165 D. 202,055 6.9 

Net earnings... 1,585,324 1,579,552 I. 5,772 0.4 
Dan, & Norwalk. 21,690 16,725 I. 5 29.7 
Eliz., Lex. & B.S. 76,252 Dz. 0.9 

Net earnings... 35,244 7, rm 4.2 
Kentucky Cent.. 99,894 I. 9.6 

Net earnings... 46,153 a 1.9 
Mo. Pacific...... 1,537,045 ous 

Net earnings... 856,037 arom 
Mobile & Ohio... 160,669 D. 13.6 

Net earnings... 29,590 D. 52.6 
N.Y.& N. England 281,638 358,571 D. 214 

Net earnings... 73,016 115,044 D. 36.5 

Month of October : 

Boston, _Hoosac 

Tun. & W...... $45,186 $34,486 I. $10,700 31.4 
Central Pacific .. 2,152,000 2,503,000 D. 351,000 14.0 
Ches.,O. & 8. W. 134,402 148,254 D. 13,852 9.4 
Chi. & W. Mich.. 126,099 142,134 D. 16,035 11.3 
Cin., Ind., St. L. 

> eee 240,503 249,507 D. 9,004 3.6 
Denver &R.G.. 526,371 655,332 D. 125,961 19.3 
Denver & R. G. 

Western .... .. 88,150 114.821 D. 26.671 232 
Det., Lan. & No. 120,448 157,376 D. 36,928 23.5 
Flint & Pere M.. 184,217 241,686 D. 57,469 23.7 
G. B., W. & St. P. 29,123 46,112 D. 16,989 36.9 
Iilinois Central... 1,027,306 1,183,468 D. 156,162 13.2 

Iowa lines..... 192,810 210,842 D. 18,032 8.5 
Long Island..... 208,669 213,903 D. 5,234 2.4 
Louis. & Nash... 1,293,470 1,504,465 D. 210,995 14.0 
Margq., H. & Ont. 63.144 127,275 D. 64,131 50.5 
Mexican Cent... 292.700 182,781 I. 109,919 60.1 
Mil., L.S. & W.. 102.800 109,750 D. 6.950 6.3 
Mil. & Northern. 90,995 48,100 L. 2,885 6.0 
Mobile & Ohio.. 213,2C7 256.271 D. 43,064 168 
Ohio Central.... 96.201 118,016 D. 21,815 18.5 
Peoria, Dec. & E. 66,822 66,227 I. 595 0.9 
St. L., Ft. Scott 

& Wichita...... 50,492 35,148 IL. 15,3144 43.4 
St. P. & Duluth.. 166,481 162,919 I. 3,562 2.2 
St. P.,M.& Man. 1,008,359 916,881 I. 91,508 $9 
Tol., Ann Arbor 

Sessives-eo 24.57 19,211 I. 5,359 28.2 
First week in November: 
Chi. & Alton . $174,892 $191,454 D. $16,562 8.6 
Chi , Mil. & St. P. 553,000 560,058 D. 7,058 13 
Chi. & Nor’west. 456,100 567,600 D. 111,500 19.6 
Canadian Pac... 175,000 130,000 I. 45,000 34.6 
Northern Pacific. 216,369 315,800 I 569 0.2 
Roch, & Pitts.... 22,059 19,340 I 2,719 14.1 
St. L. & San Fran 88,100 87,100 I 1,000 1.1 


Weekly reports of earnings are usually estimated in part, 
and are subject to correction by later statements. 
Coal. 
Anthracite coal tonnages, as given by the weekly reports of 
the companies, were as follows : 











1884. 1883. Inc. or Dec. P.c. 

Phila. & Reading ........ 8,334,635 10,256,314 D. 1,921,678 18.7 
No. Cent., Shamokin Div 875,338 1,040,852 D. 165,514 15.9 
Sun., Hazleton & W.B.. 230,580 135.811 I. 94.769 69.7 
North & West Branch... 763,683 462,952 I. 300,731 64.9 
Pennsylvania Canal..... 364,991 431,427 D. 66,436 15.2 
Pennsylvania & N. Y.... 186,266 180.898 D. 5,368 2.9 
Lehigh Valley.........-. 4,934,418 5,403,456 D. 468,038 8.7 
Del., Lacka. & Western. 4,217,102 4,231,691 I. 14,589 0.3 
Del. & Hudson Canal Co 3,204,123 3,420,617 D. 225,494 6.6 
Pennsylvania Coal Co... 1,078,840 1,254,240 D. 175,400 14.0 
State Line & Sullivan... 60,739 57,551 3,188 5.5 
Total anthracite. .....24,250,715 26,884,809 D. 2,634,094 9.8 


New Jersey Central tonnage is included 
phia & Reading in both years. 

The total tonnage by these reports to the corresponding 
date for eight years has been as follows: 


in the Philadel- 


UGBA. 00. .ccroscrccces Ne 19,576,072 
rs LE. reer 22,123,522 
} |, ee Oe 24,508,934 | 5 LL Eee - + 14,283.208 
BOBL 0000 cccsccccees SR GER TO | IBTT a00c0e narecns 14,926,835 


The tonnage has fallen slightly below that of 1882, as 
well as of 1883: it is still greater than for any year previous 

Bituminous tonnages for the ten months ending Nov. 
1, were: 








1884. 1883. Inc.or Dec. P.c 
Barclay R. R. & Coal Co... 248.399 273,744 D. 25,345 9.2 
Huntingdon & Broad Top.. 165,854 163,317 I. 537 1.5 
Cumberland, all lines ....2,410,036 2,138,848 I. 271,188 12.7 
Bellefonte & Snow Shoe 152,628 206,031 D. 53,403 23.9 
Keating 2 Karthaus.. ote I. 44,539 ... 
OS ae 627,579 2.354.383 I. 273.196 11.6 
Mountain District Pa. R. R 432 367, D. 29,414 8.0 
West Penna. R. R......... 237,939 328,372 D. 90,483 27.6 
Southwest Penna. R.R.... 106,122 99,740 I. 6,382 6.4 
—_ won tg a sg eg 1,145,228 D. 44,798 3.9 
onongahela Dis.,Pa.R.R. 127, ) on 
Pittsburgh Dis., Pa. R. R.. 233,115; 576,259 D. 165,537 31.5 
Total bituminous.. ...... 7,792,680 7,603,768 I. 188,912 2.5 


The Keating & Karthaus line was not opened last’ year. 





In bituminous tonnages the showing does not vary greatly 
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from that of previous months of the year. The districts 
shipping to tidewater show considerable gains, while the 
interior districts which depend largely on furnaces and iron 
mills for their market show losses. The Cumberland and 
Clearfield districts —- show large gains, which have 
been made chiefly, the operators claim, by the substitution 
- their coals for anthracite as steam coals in eastern mar- 

ets. : 

Coke tonnages for the ten months ending Nov. 1, are 
reported as follows: 





1884. 1883. Iuc.orDec. P.c. 
Bellefonte & Snow Shoe... 19,323 15,659 I. 3,664 23.3 
Mountain District, Pa,R.R. 114,037 65,701 I. 48,336 73.2 
West Penna. R.R.......... 24,865 375 D. 65,510 72.7 
Southwest Penna. R.R.. ..1,780,559 1,768,583 I. 11,976 0.7 
i man he ng ag a8 ae 184,240 D. 10,247 5.6 
ionongahela Dis., Pa. R.R, * = 
Connellsville, via Pa RR. 275125; 504864 D. 168,341 33.4 
DOME OND  consiccacecanne 2,449,300 2,629,422 D. 180,122 6.9 


These tonnages are all over the Pennsylvania ‘Railroad 
and branches. The decrease in coke shipments continues, 
and the production is now largely restricted under the 
action of a pool agreement. 

The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the ten months ending Nov. 1 
was as follows: 





1884. 1883. Inc. or Dec. P.c. 

Cval Port for shipment.... 93,106 105,658 D. 552 11.9 
S. Amboy for shipment.... 540,417 508,048 I. 32,369 6.4 
Locai points on N. J. divs. 673,597 696,284 D. 22,687 3.3 
Co.'s use ou “ . 154,724 136,747 I. 17,977 13.1 
DORN sh a ticekaseees 1,461,844 1,446,737 I. 15,107 1.0 


Of the total this year 1,242,254 tons were from the Lehigh 
Region, and 219,590 tons from the Wyoming Region. 

Actual tonnage passing over the Huntingdon & Broad 
Top road for the ten months to Nov. 1 was: 





1884. 1883. Inc. or Dec. P.c. 

Broad Top coal.......... 163,854 163,317 I. 2,537 15 
Cumberland coal........ 345,343 408,486 D. 63,143 15.5 
TOUR, ...- 0cc:cescesss MEE 571,803 D. 60,606 10.6 


The Broad Top coal is mined on the line; the Cumberland 
is carried through for the Pennsylvania Railroad. 

Actual tonnage passing over the Pennsylvania & New 
York road for the eleven months of its fiscal year from Dec. 
1 to Nov. 1 was: ; 


1884 1883. Inc. or Dec. P.c 
Antinracite .......22. sce 1,221,298 1,143,661 I. 7,637 68 
Bituminous ... ......... 281,155 306,602 D. 25,447 8.3 
ASI eke "1,502,453 1,450,263 I. 52,190 3.6 


The larger part of the anthracite comes from the Lehigh 
Valiey road, of which this road is an extension. Ae 

The coal tonnage of the Pennsylvania Railroad Division, 
Pennsylvania Railroad, for the 10 months ending Nov. 1 was: 





1884. 1883. Inc. or Dec. P.c. 

OME ax iickicoccsaa ved 8,630,720 7,580,043 I. 1,023,677 13.5 
a ee 2,434,847 2,629,422 D. 194,575 7.4 
RRR Rane 11,038,567 10,209,465 I. 829,102 8.1 


This includes all coal and coke passing over the road, 
whether mined on the line or received from other roads. 

Cumberland coal shipments for the week ending Nov. 8 
were 64,199 tons. The total tonnage this year to Nov. 8 
was 2,474,235 tons, against 2,182,959 tons to the corres- 
ponding date last year ; an increase of 291,276 tons, or 
13.3 per cent. , 





Cotton. 
Cotton movement for the week ending Nov. 7 is reported as 
follows, in bales: 

Interior markets: 1884. 1883. Inc. or Dec. P. c. 
ee err 147,220 156,385 D, 9,165 5.9 
I. 5. i-s.60nneama pice 128,282 119,870 I. 8,312 69 
| ee eres 174,996 313,249 D. 138,253 44.2 

Seaports; 

Recey ots. 257.041 267,604 D. 10,563 4.0 
Exports.. .. 168,026 140,677 I. 27,349 19.4 
NR A err ee GAD.522 $46,569 D. 97,047 11.4 


The total actual! shipments from plantations for the cotton 
year (from Sept. 1) to Nov. 7 are estimated at 1,998,926 
bales; the decrease, as compared with last year, is 184,537 
bales; the decrease as compared with 1882 is 35,103 bales, 
and with 1881, 106,259 bales. 


Southwestern Railway Association. 


A dispatch from St. Louis, Nov. 12, says: ‘A confer- 
ence was held here yesterday between J. W. Midgley, 
Commissioner of the Southwestern Association; George 
Olds, Traffic Manager of the Missouri Pacific, and George 
Nettleton, President of the Fort Scott & Gulf road, in regard 
to the division of business between Missouri River points 
and the Southwestern Association. An arrangement was 
entered into under which Mr. Nettleton made concessions to 
the Missouri Pacific and the Texas Pacific. The old agree- 
ment with this modification was then renewed, but just 
what division of Texas business was made has not been 
made known. 

‘* 4 meeting was also held by the representatives of roads 
interested in Arkansas business from Missouri River points, 
the rates on which have been badly demoralized. There was 
a long session without any result, but it is expected that a 
new tariff will be agreed upon ay.” 


New Chicago-Cincinnati Line. 


A Chicago dispatch says that the Cincinnati, Hamilton & 
Dayton and the Louisville, New Albany & Chicago have 
agreed to form a through passenger line between Chicago 
and Cincinnati by way of Indianapolis. The Louisville, 
New Albany & Chicago connection has been heretofore over 
the Cincinnati, Indianapolis, St. Louis & Chicago, but it has 
not run through trains between the two cities. The distance 
from Chicago to Cincinnati by line now formed is 306 
miles, or three miles shorter than the route by LaFayette 
and Kankakee. 
Loading Grain Cars. 


The Pennsylvania Company has addressed the following 
circular to shippers and — “ The attention of shippers 
and freight agents is called to the fact that many of the 
Van Liew patent grain doors used in grain cars of this com- 
pany have been broken and rendered useless from improper 
usage, requiring frequent and expensive repairs. Agents 
are instructed to notify shippers that grain doors are to be 
placed in position across doors of cars when grain in bulk, 
bran, middlings, or ship stuff is to be loaded, and that the 
grain doors must not be nailed to the sides of cars, as has 
been done frequently. Grain doors may be placed in this 
position when grainin bulk, bran, middlings or ship stuff is 
to be loaded, and for all other property the grain doors shall 
not be used, but must be placed in position against the side 
of the car. Freight agents and train men furnishing cars 
. to be loaded with property other than grain in bulk, etc., 
should see that the grain doors are not leftdown. All 
agents who receive cars that have been loaded in violation 
of these instructions will report the fact to the general 
freight office, stating particulars, with number of car, point 
of shipment, and number and date of manifest.” 


Passenger Rates. 


The passenger war at_New York continues with increasing | possi 


violence. Noy. 8 the New York Central reduced its Chicago 


first-class rate to $12, and the West Shore at once cut to 
$10.50, to maintain the $1.50 difference. The Erie and the 
Lackawanna followed the West Shore rate. Second-class 
tickets are sold at only 50 cents below first-class. 

The roads west of Buffalo had a conference last week and 
proposed to maiutain rates from that city to Detroit and 
Chicago at full figures. With the present rates from New 
bs in force, however, it is not easy to see how this can be 

one. 

A conference was held in New York, Nov. 12, to see if 
something could not be done to restore rates. If this attempt 
at adjustment fail, it is said that the Pennsylvania, which has 
heretofore taken no part in the wer and has maintained full 
rates, will join in, and with a view to bringing matters to 
an issue as soon as possible, will make its rate from Chicago 
to New York $5 first-class. This will be a decisive cut, and 
the other lines will probably follow it. 

Up to Nov. 11 the Boston lines had maintained the full 
rate of $22 to Chicago. With a$12 fare from New York, 
however, tickets to Chicago by the steamboat lines to New 
York could be sold at $15, or by all rail and New York at 
$17, and on that date the Fitchburg reduced its rate to $16 
to Chicago. The Boston & Albany had made no change on 
Novy. 12, but was expected to meet the reduction. 

The local war between the West Shore and the New York 
Central continues unchanged, and the rate of 1 cent per 
mile to all local points is stall made. 

Trouble has broken out in the West again, and the lines 
from Chicago to St. Louis and Kansas City bave reduced 
fares considerably, the Chicago, Burlington & Quincy 
having withdrawn from the agreement to maintain rates. 








RAILROAD LAW. 


Claims Accruing Before a Receiver’s Appoint- 
ment. 

In the case of the St. Louis, Hannibal & Keokuk Co., the 
United States Circuit Court in St. Louis, has approved the 
report of the special master allowing a large number of 
claims for labor and — accruing before the Court ap- 
pointed a receiver. Judge Brewer’s opinion is, in substance, 
as follows : 

**The exceptions are taken tothe report of the master 
which recommends the payment of the claims of certain 
intervening petitioners prior to the payment of the debt of 
the mortgagees. There are three grounds of exception. In 
the order referring the ciaims to the master to pass upon 
them, he was instruc to take the company’s books as 

rima facie evidence of the validity of the claims presented. 

ave was given to the parties to appear and urge objec- 
tions to any claims, and where there was any doubt or 
question as to validity, the master was to take further proof. 

“The order containing these instructions was perfectly 
prose, and the exceptions to these instructions will be over- 
ruled. 





** The second objection is to the allowing of claims accru- 
ing after default in the payment of the interest. Default in 
this case occurred in 1881, and the Receiver was appointed 
in 1884, All claims accruing since the default have been 
allowed. The propriety of this action has been challenged, 
the exceptions urging that any right to do this or intention 
of doing it must be included in the original order appointing 
the receiver. Again. it is said that there must have been 
a diversion of the earnings of the road to the permanent 
improvement of the road, in order to permit these inter- 
venors torecover. From this.opinion | dissent. As to the 
necessity of including the payment as a condition in the 
order appointing the Receiver, I have to say that the pay- 
ment rests in the equitable rights of the claimants, and it is 
not necessary that they should be specitied in the order ap- 
pointing the Receiver. 

“The third exception brings up the question as to what 
claims should be allowed priority over the claims of the 
bondholders at the sale of the road. Certainly not all claims 
can be thusallowed. There must be some distinction between 
asecured creditor and an unsecured general creditor. But in 
the management of so large a concern as a railroad, business 
cannot be carried on on astrictly cash basis. It requires 
time to get knowledge of and to settle the accounts between 
it and those with whom it deals, and temporary credit must 
be given. Those which have accrued recently before the 
appointment of a receiver must be considered as proper to 
be paid even in the application for the Receiver. Not 
on the ——- that the railroad company is in any way the 
agent of the bondholders, but to keep the road a going con- 
cern. In determining how far back this period of neces- 
sary credit should extend, no time can arbitrarily be 
fixed. To me it seems that six months is as far back as 
proper. Whether this period will be exceeded must be left to 
the discretion of the Court. So far as the master has allowed 
claims prior to that date in this report the exceptions will 
be sustained. 

‘Tt is then asked, out of what funds shall these claims be 
paid? Outof the earnings of the road, or with receiver’s 
certificates, to be as a lien upon the corpus of the road ? 
Ordinarily, I should say, out of the earnings of the road. 
So long as the road is in the hands of a receiver, the earn- 
ings should be applied to the payment of claims, such as 
those passed upon by the master. There may, however, be 
cases which would justify making the claim a lien upon the 
body of the road, and these must be referred to the discre- 
tion of the Chancellor.” 








OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—This company’s 
statement for September and the nine months ending Sept. 
30, is as follows, including the Southern Kansas lines : 


-—-—-September.—--—. ———Nine months.——— 

1884, 1883. + 1883. 
Earnings........ $1,513,046 $1,362,983 $11,852,819 $11,510,593 
Expenses ...... 701,545 562,034 6,401,618 5,348,599 








Net earnings. $811,50 
Per ct. of exps.. 46.4 

For the nine months this is an increase in gross earnings 
of $342,226, or 3.0 per cent.; an increase in expenses of 
$1,053,019, or 19.7 per cent., and a decrease in net earnings 
of $710,793, or 11.5 per cent. The mileage worked was 
2,377 miles in September, and 2,334 for the nine months, 
against 2,219 miles for both last year. 


Central, of New Jersey.—As noted elsewhere, it is 
understood that the Philadelphia & Reading Co., lessee, will 
not pay the December dividend on this company’s stock, 
and it 1s said that the stockholders will be asked to accept a 
reduced rate of dividend, on the ground that the present 
rental is in excess of the net earnings of the road. The 
stockholders will shortly hold a meeting to consider the best 
course to be taken. 

It was recently reported that the Baltimore & Ohio Co. 
was buying this company’s stock with a view to securing a 
controlling interest. The latest rumor is that some of the 
large stockholders bave been given to understand that, in 
case the Reading defaults on the rental, the Delaware, Lac- 
kawanna & Western Co. is y to lease the road on sub- 
stantially the terms of the Reading lease. This is not im- 


$800,949 $5,451,201 $6,161,994 
41.2 54.0 46.5 





ble, but from the nature of the case no official confirm- 
ation can be obtained. 


Chesapeake & Ohio.—This company’s statement for 
a and the nine months ending Sept. 30 is as fol- 
ows, 





——September. ——, -——Nine months.——, 

. 1884. 1883. 1884. 1883. 
Earnings .... $303,104 $365,474 $2,683,434 $2,879,287 
penses.... 191,601 212,168 1,869,159 1,901,836 
Net earn.. $111,502 .$153,305 $814,275 $977,451 
P. c. of exps. 63.2 58.1 69.7 66.1 


_ For the nine months this shows a decrease in gross earn- 
ings of $195,853, or 6.8 per cent., and a decrease in expenses 
of $32,677, or 1.7 per cent., the result being a decrease of 
$163,176, or 16.7 per cent., in net earnings. 

For the Elizabethtown, Lexington & Big Sandy, which is 
the western extension of the road, and which is operated by 
the company, the statement is as follows : 





---September -—. —-Nine months.— 

\ ’ 1884. 1883. 1884. 1883. 
SIR ts 043th nes mieninient $76,252 $76,934 $557,241 $532,827 
Ga cis chk op neeccanon 40.958 40,097 371,142 366,470 
Net earnings........... .$35,294 $36,837 $186,099 $166,357 
Per cent of expenses...... 53.9 52.1 66.6 68.8 


On this line for the nine months the gross earnings in- 
creased $24,414, or 4.6 per cent., while the expenses in- 
creased $4,672, or 1 3 per cent., leaving a gain of $19,742, 
or 11.9 per cent., in net earnings. 


Chicago, Burlington & Quincy.—This company’s 
statement for September and the nine months ending Sept. 
30 is as follows : 


-——-—September.—-—,. ~———Nine months.———, 
, 1883 





1884, 1883, ’ 
Gross earnings..$2,707,110 $2,909,165 $18,505,825 $18,634,198 
Expenses....... 1,121:786 ~1/329'6:3 ~ 9.789'722 ” 9'501°547 
Net earnings..$1,585,324 $1,579,552 $3,716.03 $0,042,051 
Per ct. of exps.. 41.4 45.7 52.9 51.5 


This shows for the nine months a decrease in gross earn- 
ings of $128,373, or 0.7 per cent.; an increase in expenses 
of $198,175, or 2.7 per cent., and a resulting decrease of 
$326,548, or 3.6 per cent., in net earnings. 


Delaware & Hudson Canal Co.—This company 
reports to the New York Railroad Commission the opera- 
tions of its principal Jeased lives in the state as follows for 
the quarter ending Sept. 30: 


Albany & Sus, Rens. & Saratoga. 
166 





RS in du dona cake eEoeb ened 6 $674,618 
Expenses.... ... 408,044 308,485 
Net earnings...........-....... $270,622 $366,133 
Interest, rentals, etc............. 246,791 268,291 
Surplus for the quarter. ...... $23,831 $ 7 842 
This quarter closes the fiscal year of both lines. On the 


Rensselaer & Saratoga especially, it is likely to be the best 
quarter of the year. 


Grand Trunk.—This company’s report for September 
and the three months of the current half-year from July 1 to 
Sept. 30 is as follows : 


~~ —£eptember.-— — ——-Tbree montbs.-—— 
1884. 8 1 








1883. 1884. q 
Earnings........ £323,450 £355, £919,808 £1,001,893 
Expenses ....... 222,028 656,338 674,221 
Net earnings..£101,422 £127,447 £263,470 £327,672 
P.c. of exps.. .. 68.6 64.2 71.3 7.3 


For the three months the gross earnings decreased £82,085, 
or 8.2 per cent., and the expenses £17,883, or 2.6 per cent., 
leaving a decrease of £64,202, or 19.6 per cent., in net 
earnings. 

For the three months the earnings of the proprietary lines 
west of Detroit were as follows : 

Chi. & Gd. Trunk— —Det., G. H. & Mil. 
1884 TS883. 1°84 1883 





Farnings...........-. £167,311 £151,879 £71,479 £73,309 
Expenses.........---+. 129,583 116,27 45,840 48,654 

Net earnings..... ... £37,728 £35,032 £25,639 £24,935 
Per cent, of expenses.. V7.5 76.9 64.1 66.3 


For the three months the Chicago & Grand Trunk shows 
again of £15,432, or 10.2 per cent., in gross earnings, and 
of £2,676, or 7.6 per cent., in net earnings. The Detroit, 
Grand Haven & Milwaukee shows a decrease in gross earn- 
ings of £1,920, or 2.6 percent., but a gain of £394, or 3.6 
per cent., in net earnings. 

The trainmen on this road have, it is understood, gener- 
ally consented to the further continuance of the reduced 
wages. The company has given notice of a reduction in the 
wages of employés in its repair shops, varying from 5 to 8 
per cent., according to the present rate of wages. 

Kansas City & Southern.—This company, which has 
for some time done nothing towards the extension of its 
road, has now let contracts for the construction of the line 
from Kansas City to Clinton, the work to be done in the 
shortest possible time. The line is to be run to Bolivar, Mo., 
where it will connect the new branch of the St. Lovis & San 
Francisco. The object of the company’s haste is tooccupy 
the country before the Kansas City. Fort Scott & Gulf can 
complete its proposed cut-off, which is nearly parallel to this 
road. 


Kentucky Central.—This company makes the follow- 
ing statement for September and the nine months ending 
Sept. 30: 


—-September.-— —-Nine months.-— 


1884. 1883. 1884. 1883 
Barnings...............-- $99,890 $91,154 $677,154 $619,879 
REE 53.737 45.892 431,919 °354'237 
Net earnings........ $16,153 $45,262 $215,235 $265,642 
Per cent, of exps........- 53.8 50.4 63.8 57.1 


For the nine months the gross earnings increased $57,275, 
or 9.2 per cent., and the expenses $77,682, or 21.9 per cent., 
the result being a decrease of $20,407, or 7.7 per cent. in 
net earnings. The road has not yet begun to feel the benefit 
of the new connection with the East Teunessee lines. 


Maine Central.—The following statement is made for 
the year ending Sept. 30, in advance of the publication of 
the annual report: 








1883-84. 1882-83. Ine. or Dec. P.c. 

Earnings... . ....$2,825,793 $2,864,614 D. $38,821 L4 

Expenses ... ..-.. - 1,750,713 1,839,706 D. 88,993 4.8 

Net earnings. ...$1,075,080 $1,024,908 I. $50,172 4.9 
Interest and rent- 

SRT 850,619 827,104 I 23,515 2.8 

Surplus......... 224,461 $197,804 I, $26,657 13.5 


Expenses were 61.9 per cent. of gross earnings last year 
and 64.2 in 1882-83. The increase in net earnings was due 
to the reduction in expenses. While freight earnings de- 
creased, the passenger business shows a gain, chiefly from 
the Mt. Desert Branch. The bonds issued for that branch 
caused the increase in interest charges. 


Mexican Central.—The Boston Advertiser of Nov. 8 
says: ‘The earnings of the Mexican Central for the month 
of October (those of the last ten days having been commu- 





nicated yesterday) were $292,700, against gross earnings in 
Reptemior of $250,013. The total subsidy advised as col- 
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lected to date is $2,879,539, a gain over the September 
report, made Oct. 9, of $40,953. The company is receiving 
under its amended contract 8 per cent. of the custom house 
receipts, against 6 per cent. as formerly.” 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Nov. 1: 

News comes from Jalapa that work on the Perote Rail- 
road is being pushed with great energy. From Vireyes 
to Varela, two kilometres have been finished and are ready 
for operation; it is estimated that the road will reach Var- 
ela by Nov. 15 and Tepeyabuleo by Dec. 15, The comple- 
tion of this railroad will be of great benefit to the town of 
Jalapa and its vicinity. 

Tarough tha courtesy of the Mexican Central Railroad 
Co. and the Missouri Pacific system, General Diaz has ob- 
tained free transportation for the Mexican artisans who are 
to work upon the building and exhibit of this country at 
the New Orleans Exposition. The material destined for the 
Exposition will also be carried free of charge. The first de- 
tachment consists of 70 men under the direction of Juan 
Quintas Arroyo, and they will collect whatever is ready for 
shipment to New Orleans at the different cities along Mex- 
ican Central. 

Asan example of the effect produced by the order issued 
by the Treasury Department for quicker dispatch at the 
Paso del Norte custom house. we will mention the tact that 
an order for 2,500 bales of cotton from the United States, 
which had been countermanded by a firm of this city after 
learning the fate of a previous shipment which had been de- 
layed and damaged at that port us described in our issue of 
last week, was renewed andthe cotton will now come 
through over the Mexican Central. This tims it wili un- 
doubtedly be permitted to pass without delay and extortion 
to the owner. 


Milwaukee, Lake Shore & Western.—From Nov. 
1 this company leases the St. Paul Eastern Grand Trunk 
road, which extends from its main line at Clintonville, Wis., 
east by north to Oconto, 56 miles. The road was bought 
by this company early in the year, and has since been ex- 
tended to a connection with its own line. The lease is for 
99 years. 


Missouri Pacific.—This company makes the following 
statement for the three mouths ending Sept. 30, including 
ee Pacific and the Iron Mountain lines, 1,897 
miles: 





Earnings. Expenses. Net earnings. 
GU tak Sikhs aeaecnube $1,232,260 734.639 $497 621 
BIR 66:5 Nccrcncanvatoas 1,494,477 728,592 765,885 
MOUND... ciscacces 1,537,015 682,008 855,037 
| ee re ... $4,263,782 $2,145,239 = $2,118,543 
Interest and dividends received.............. pecorh tA 125,000 
Total net income, three months ....... ........ $2,243,543 


Interest, rentals and taxes paid.......... ..... .. .. 1,107,872 


Surplus, three months........ .........005 seeee $1 135,671 
This surplus was equivalent to 3.78 per cent. on the stock. 
The working expenses for the three months were 50.3 per 
cent. of the gross earnings. 





Mobile & Ohio.—This company’s statement for Sep- 
tember and the three months of its fiscal year from July 1 to 
Sept. 30 is as follows: 


---—September .—— -~--Three months.--—, 
! 1884. 1883 





1884. 1883. 4 
Earnings”. .......<. $160,669 $185.902 $433,598 $476,950 
Expenses......... 131,079 123,689 484,836 365,645 
Net earnings ... $29,590 $62,213 $48.762 $111,305 
Per cent. of exps.. 814 66.5 88.8 76.7 


For the three mouths the gross earnings show a decrease 
of $43.352, or 9.1 per cent., and the expenses an increase of 
$19,191, or 5.2 per cent.; the result being a decrease of 
$62,548, or 56.2 per cent., in net earnings. 


New Haven & Derby.—This company makes the fol- 
lowing brief statement for the year ending Sept. 30 last, on 
13 miles of road : 





1883-84. 1882-83. Inc. or Dee. P.c 

Earnings ........ --- $158,206 $165,597 D. $7,391 4.5 

EXPORGOR 60:0, 060.00068 92,174 0,092 I. ° 2,082 2.3 

Net earnings.... ... $66,032 $75,505 D. $9473 124 

Gross earn. per mile.... 12,170 12,738 D. 568 4.5 

Net * - -.. 5,079 5,808 D. 729 12.4 
Per cent. of exps........ 58.3 54.4 $I, 3.9 


Interest and taxes paid last year were $28,543 and pay- 
ments for construction and equipment were $34,390, a total 
of $62,933, leaving a balance of $3,099 surplus for the year. 


New York, Chicago & St. Louis.—This company’s 
report to the New York Railroad Commission for the quar- 
ter ending Sept. 30 is as follows : 

Earnings ($1,529 per mile) . 
Expenses (98.8 per cent.)........ 








Net earnings ($477 per mile). ... ...............05. $249,339 

Interest, rentals and taxes amounted to $381,241, leaving 

a deficit of $131,902 for the quarter. The funded debt on 

Sept. 30 was $15,703,000 and there were besides $4,000,006 

equipment bonds. The floating debt (excluding $498,346 
current balances) was $3,432,552 on the same date. 


New York & New England.—At a meeting held in 
Boston, Nov.11, the Board appointed a committee, consisting 
of Messrs. French, Higginson, Rice, Martin and Leith, to ar- 
range for the settlement of floating debt claims by the use of 
ths second-mortgage bonds. The committee is allowed dis- 
cretion as to the details of the settlement. It will not in- 
clude the car trust debt, the settlement of which is left to be 
arranged for bereafter. 

The Receiver’s reports give the earnings for September 
and the nine months ending Sept. 30 as follows: 


———September._—. ——Nine months.-—— 
1883 





; : 1884. 1883. 1884. L 
Earnings ... .... $281,638 $358,571 $2,450,144 $2,735,861 
Expenses.... .... 208,622 243,527 1,928,229 2,256,821 

Net earnings .. $33,016 $115,044 $511,915  $479.040 
P. c. of exps..... 74.0 67.8 79.1 82.5 


For the nine months this shows a decrease in gross earn- 
ings of $285,717, or 10.3 per cent.; a decrease in expenses 
of $318,592, or 14.2 per cent., and aresulting gain of $32,- 
875, or 6.9 per cent., in gross earnings. 

In connection with the New York, New Haven & Hart- 
ford, this road has put on a fast express between Boston 
and New York by way of Willimantic and New Haven. It 
will run through in each direction in about six hours. 


Ohio & Mississippi.—London papers state that Acting 
President Garrett, of the Baltimore & Ohio, has written to 
stockholders in this company, intimating that his company 
is ready to enter into negotiations for a permanent lease of 
the Ohio & Mississippi road. 


Oregon & California.—A London (England) dispatch 
says that the contract for completing this road from the 
present terminus to the California line, including equipment, 
has been let to the Oregon Construction Co, for $2,000,000 
No time for the beginning of the work is specified. 





Oregonian.—The Oregon Railway & Navigation Co, 
has given notice of appeal tothe United States Supreme 
Court from the decision of the Circuit Court pronouncing 
the lease of this road valid. 

The Oregon Railway & Navigation Co. has hitherto, while 
refusing to admit the validity of the lease, continued to 
operate the road temporarily until some other arrangement 
could be made. Recently, however, it sent formal notice to 
the Oregoniun Co. that it would discontinue such operation 
Nov. 15. The Oregonian Co. is not prepared to work the 
road, and has applied to the United States Circuit Court 
for an injunction to prevent the abandonment of the road. 


Oregon Improvement Co.—This company makes the 
following statement for September and the ten months of 


the fiscal year from Dec. 1 to Sept. 30 
— —-September.——. ———Ten months.—— 
1884. 1883. 1883 


Receipts....... $289,821 $382,242 $2,776,373 — $3.283.200 
Expenses...... 216,370 270,721 23181,325 — ¥,283,158 
Netincrease. $73,451 $111,521 $595,048 $1,000,042 


For the ten months the decrease in gross receipts was 
$506,827, or 15.5 per cent.; in net income, $405,994, or 
40.5 per cent. The statement includes all the operations of 
the company. 


Oregon Railway & Navigation Co.—The rails on 
the Baker City Branch are now laid to Huntington, Or., 
where the connection with the Oregon Short Line is made, 
404 miles from Portland, and 217 miles from Umatilla 
Junction. The ballasting is now in progress, and the new 
line will be opened for traffic about Dec. 1 next. 

In connection with the Union Pacific and its (iregon 
Short Line, this completes a second northern line to the Pa- 
cific Coast. By this line the distance from Omaha to Port- 
land is 1,821 miles, of which 877 miles, Omaha to Granger, 
is on the main line of the Union Pacific, 540 miles, Granger 
to Huntington, on the Oregon Short line. and 404 miles on 
the Oregon Navigation Co.’s road. This distance from 
Omaha to Portland is 95 miles less than that from Omaha to 
San Francisco by the Union and the Central Pacific, and is 
91 miles less than that from St. Paulto Portland by the 
Northern Pacific. From Chicago the distance to Portland 
is 11 miles less by the newline than by the Northern Pacific, 
too slight a difference to be counted in so long a distance. 


Pennsylvania.—The Philadelphia Ledger of Nov. 11 
says: ‘Tbe Pennsylvania Railroad has taken advantage of 
the recent destruction by fire of its properties at Jersey 
City to make some important improvements in the facilities 
for the handling of its passenger and freight business. The 
general plan of the piers and five ferry slips has been rear- 
ranged, and an additional ferry will be established between 
the Jersey City station and a point uptown above Desbrosses 
street, New York. This will make four lives of ferries 
owned by the Pennsylvania Railroad, for the exclusive use 
of their passengers running from Jersey City, viz., one to 
Cortlandt street, one to Desbrosses street, one to be run 
further up town, and one to Brooklyn, by which the incon- 
venience of crossing New York city is avoided. A new 
pier for the use of the Red Star Steamship Line has also been 
built at the foot of York street Jersey, City. It isin length 
651 ft. by 80 ft. in width, and is connected withthe main 
line of the Pennsylvania Railroad by a siding and line of 
rails extending the entire length of the pier. The sides of 
the pier shed are covered with corrugated iron and it is tin 
roofed. Between the new pier and the foot of Grand street 
there is a dock 180 ft. in width already in use by the Red 
Star Line. 

“The Pennsylvania Railroad, in accordance with the license 
granted by the (Philadelphia) Board of Port Wardens, has 
under contract and partly constructed a bulkhead on the 
west side of the Schuylkill River, between Gray’s Ferry and 
Mablon’s Creek. It will be 40 ft. in width by 900 ft. in 
length on the short bend of the river, and will be connected 
with both the West Chester and Junction railroads.” 

The new Pennsylvania Schuylkill Vallev line will be 
opeued for business through to Reading, Pa., on Nov. 17. 
It will be made a separate division, and will be called the 
Schuylkill Division. The new road is everywhere closely 
parallel to the main line of the Philadelphia & Reading, 
competing with that road at every point. tt is to be con- 
tinued alongside of that road to Pottsville, and probably 
further. 


Philadelphia & Reading.—The Receivers’ cash state- 
ments for September, as reported to the Court, are as fol- 
lows: 








Coal 
Railroad Co. & Iron Co 
Cash on hand, Sept.1.................. $226,532 $34,927 
Receipts from all sources.... ........ 2,728,692 1,725,888 
MIN Sian Sedu cs ceNdeu vbusuuauwee $2,955,224 $1,760,815 
Disbursements.........602 secceseescess 2y090,024 1,750,157 
Cash on hand, Oct. 1............se00. $365,200 $10,658 


This statement, it will be understood, does not give the 
earnings, but the actual cash transactions for the month, 
including receipts from all sources and payments on all 
accounts. 

It is said that Mr. Franklin B. Gowen is now preparing a 
plan for the reorganization of the company. It is generally 
understood that Mr. Gowen, although now holding no official 
position, has resumed his place as general adviser and prac- 
tical director of the company’s affairs. 

Although the usual announcement of the New Jersey Cen- 
tral December quarterly dividend has been made, it is gener- 
ally understood that it will not be paid. It is said that the 
Central stockholders wiil be asked to accept a dividend at a 
reduced rate, in order to bring the rental within the earn- 
ings of the road. It has also been reported that an effort 
has been made to raise the money needed for the dividend 
by the assistance of stockholders of the South Pennsylvania 
Co., on the ground that the control of the Central will be 
necessary to that line when completed. 

Mr. Gowen is said to retain his hopeful views of the future 
of Reading ; if so, he is probably the only person who be- 
lieves that the company can be reorganized without a fore- 
closure and a large reduction of its enormous debt. 


Rochester & Pittsburgh.—The statements presented 
at the annual meeting give the results for the year ending 
Sept. 30 as follows: 

Gross earnings ($3,639 per mile) 


$1 069.933 
Expenses (73.92 per cent.)... 


790,965 

488,149 

I Br ne SINE ooo oie va Soicace scnccedcaenas snes $209,181 

At the meeting the regular ticket was elected by a vote of 

110,000 shares, the opposition ticket receiving about 60,000 
votes, and showing more strength than had been expected. 


Net earnings ($949 per mile)............... painedea 
BS ee rrr ert rt ee er 


St. Joseph & Western.—At a meeting of stock and 
bond holders in New York last week, a committee of five, 
consisting of Messrs. 8. Borg, J. M. Lichtonauer, J. 8. Stan- 
ton, W. C. Hill and Henry Allen were appointed to present 
a plan for the reorganization of the road. 
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St. Louis, Hannibal & Keokuk.—The United States 
Circuit Court in St. Louis has overruled the exceptions made 
and sustains the master’s report recommending the claims 
for labor and supplies furnished to the road prior to the ap- 
pointment of a receiver, provided such claims date within 
six months before that time. The report is disallowed so 
far as it recommends the payment of claims which accrued 
more than six months before the receiver took charge, 
reserving, however, the right to allow any such claim by 
special order, if it shall seem proper. 





St. Paul Eastern Grand Trunk.—This road was pro- 
jected some years ago to run from Oconto, Wis., on Green 
Bay, across Wisconsin to St. Paul. Considerable grading 
was done, but only 15 miles of track were laid, and onlv 10 
miles, from Oconto to Stiles Junction, were operated. Last 
spring the road was sold to the Milwaukee, Lake Shore & 
Western Co., which has now completed the track to its own 
main line at Clintonville, 56 miles west by south from 
Oconto, and has taken a lease of the road, which dates from 
Nov. 1, and is for 99 years, 


San Francisco & North Pacific.—Work has been be- 
gun on an extension of this road from its present terminus 
at Cloverdale, Cal., northward into Mendocino County, 
through a country heretofore without railroad facilities. 


San Joaquin & Sierra Nevada.—Grading on the ex- 
tension of this road eastward is progressing well, and track- 
laving is now in progress from the present terminus at Ben- 
son, Cal., to Mokelumne Hill. 


Securities on the New York Stock Exchange.— 
The Governing Committee has placed the following securi- 
ties on the lists at the New York Stock Exchange: 

New York Central & Hudson River, $5,000,000 new 5 
per cent. debenture bonds. 

St. Louis & San Francisco, $2,000,000 additional 6 per 
cent. general mortgage bonds. 


South Pennsylvania.—Various reports are current as 
to the stoppage of work on thisroad. It is now said that 
unexpected difficulties have been encountered in some of the 
tunnels which will delay their completion much longer than 
was expected, and consequently there is no object to be 
gained by hurrying up the other work. Officers of the com- 

any do not seem willing to make any positive statement. 
The truth seems to be that work has not been suspended 
altogether, but that much of the grading in progress is stop- 
ned, su that the work will proceed very slowly, during the 
winter at least. 


Sunbury, Hazleton & Wilkes-Barre.—The Philadel- 
phia Press says: ‘‘The interest on the second mortgage 6s, 
which has been in default for some years, will be paid to-day 
(Nov. 1.] Ascheme of reorganization of the bonded debt 
of this road will be proposed. It is first proposed to ex- 
change the $1,350,000 coupon seconds fora similar reg- 
istered bond, and eventually an issue of a general mortgage 
5 per cent bond, guaranteed by the Pennsylvania Railroad, 
will be made to take up the seconds. The bonded debt of 
the company is $1,000,000 first mortgage 53, series A; 
$189,000 first mortgage 5s, series B; $1,350,000 second mort- 
gage 6s. The present fixed charges amount to about 
$140,000, aud the net earnings per annum are estimated 
at $216,000. The Pennsylvania Railroad owns $189,C00 
first 5s, series B, and $450,000 of the seconds.” 

Syracuse, Geneva & Corning.—This company has 
agreed to build a branch from its road at Dresden, N. Y., 
to Penn Yan, the people of that town having subscribed 
$20,000 and given the right of way. The branch will be 
about three miles long. 


Union Pacific.—The land sales for the ten months from 
Jan. 1 to Oct. 31 were: 





Acres. Amount. 

MU UNINOIN 0s in s0c0ccsenasaeesecees 4,162,145 $1,639,649 
BD GINO ooo sccv sees -ccncesas 374,710 6,346,998 
re eee on . 4,536,856 $7,986,647 


For October the total sales were 198,478 acres fur $480,- 
211. The sales last year to Oct. 31 were 862,104 acres for 
$3,096,585, showing a very great increase this year, although 
the average price is considerably lower. 

The following letter from President Adams to Mr. Sidney 
Dillon has been published: 

“During the three months—July to September inclusive— 
we received just $1,000,000 a month net from Omaba. By 
net I mean over and above Omaha drafts. During October 
we received $1,450,000, and paid about $150,000 on Omaha 
drafts, leaving us net $1,300,000 for the month. Between 
now and Jan. 1 expect to receive $2,000,000, $600,000 of 
which will be necessary to provide for coupons and matur- 
ing obligations which must be paid off. But Iam confident 
that we will have in these two months $1,500,000 net to 
apply to the floating debt. 

‘*T may over estimate these figures, but I do not think I 

do. The Pullman notes given for our share in the contract 
are reduced now to $160,000. The company owes us about 
$80,000. Meanwhile our accounts at Omaha are in better 
condition than they have been for a long time. No arrears 
of vouchers, and the Auditor reports everything} well paid 
up. 
Mi The reduction of gross earnings during the past month 
was largely due to the fact of the changed methods of keep- 
ing the accounts. Last year we credited ourselves with 
about $170,000 freight paid on coal used for our own loco- 
motives. Of course we never received this money, and it 
went into subsequent expenses. This year the system of 
charges is actual, and the apparent gross is decreased so 
much. During September, therefore, we practically received 
about $60,000 more in money than last year. 

**T propose to come on to New York next week and take 
hold of the floating debt. From this time forward the plan 
is to reduce it steadily, and by every means in our power, 
until it is extinguished.” 


Wabash, St. Louis & Pacific.—Notice is given by 
the Receivers that coupons due Oct. 1, on Wabash Railway 
7’s of 1879; St. Charles Bridge first and second mortgage; 
Omaha Division first mortgage and St. Louis, Ottumwa & 
Cedar Rapids first mortgage, will be paid on and after Nov. 
20, on presentation at the National Bank of Commerce in 
New York. 

A dispatch from St. Louis, Nov. 12, says: ‘‘The bond- 
holders of the Wabash Railroad by counsel to-day made 
verbal application to Judge Treat in the United States Dis- 
trict Court, chambers, asking that new receivers for the 
Wabash road be appointed under a cross bill of the Central 
Trust Co. of New York, filed Oct. 14, or that the conditions 
under which Solon Humphreys and Thomas E. Tutt, the 
present Receivers, are acting be amended so that provision 
may be made for meeting the claims of the bondholders. 
Judge Treat directed that the application be made in writ- 
ing Monday next, but intimated that it would require a 
very strong reason to induce him to grant the application.” 


Washington, Ohio & Western.—Arrangements have 
been completed for the extension of this line westward to a 
connection with the Shenandoah Valley road at Beery vie, 
Va., 17 miles beyond the present terminus at Round Hil 
and 69 miles from Alexandria. 











